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International Railway Congress at Lucerne 


HROUGHOUT this week delegates from the Governments 
of Belgium, China, Czechoslovakia, Denmark, France and 
its Colonies, Great Britain and India, Hungary, Italy, Jugo- 
slavia, Luxembourg, Norway, the Netherlands, Poland, Portugal. 
Spain, and Switzerland, have teen in session at the International 
Railway Congress at Lucerne. This Congress is the 14th of the 
series, and, as will be seen elsewhere in this issue, delegates are 
attending from railway administrations from no less than 31 
countries. In all, the number attending the Congress is 
approximately 500. A list of the questions which have been 
under discussion and the reporters responsible for them was 
published in our April 25 ‘ssue, and their reports were 
summarised in our June 13 issue. Last Monday was occupied 
by formal business and by a reception held in the afternoon by 
the Permanent Commission. The inaugural meeting was held 
on Tuesday, and during the mornings of Wednesday and Thurs- 
day last. section meetings to discuss the reports; the afternoons 
were taken up by excursions and visits of technical interest. 
Next week a programme cf special excursions lasting several 
days has been arranged for the benefit of delegates, who have 
also had the opportunity during the week now ending to visit 
the works of such well-known industrial organisations as the 
Swiss Locomotive & Machine Works, Brown-Boveri & Com- 
pany, the Oerlikon Machine Works, and Sulzer Brothers. 


* Lal ® * 


More Fuel for the Steel Industry 

Mr. Herbert Morrison has promised that the steel industry is 
to receive enough coal to give it a “ chance to run full out.” 
He said that Great Britain’s coal stocks, which at the beginning 
of the coal year on May 1 were under 6,000,000 tons, had 
increased to 8,444,000 tons by June 14. The Government 
hoped to be able to give sufficient fuel supplies to the steel 
industry in the winter months to enable production in the last 
quarter of the year to be raised to a rate of well over 
13,000.000 ingot tons. He admitted, however, that the factors 
of uncertainty in the coal position made it possible that the 
allocations projected would not be capable of being fully 
maintained, but he thought it better to budget for expansion 
rather than restriction. Obviously, it will be some time before 
the fuel increases are reflected in deliveries of steel, and the 
Lord President of the Council admitted that our present full 
home capacity was about only four-fifths of present needs, and 
no steel user should expect fulfilment of his unsatisfied demands 
for a long time to come. 


~ * * * 


Pullman Trains and Secured Seats 
Although the reservation of seats has been discontinued with 
the introduction of the summer timetable, it is still possible to 
secure a seat (although not a svecific seat) by the use of the 
various Pullman services, noteworthy among which are the new 
week-end “ Devon Belle” between Waterloo and Plymouth and 
{lfracombe, and the restored daily “ Bournemouth Belle.” On 
such trains. of course, a supplement is payable to the Pullman 
Company, and the issue of such supplementary tickets is limited 
to the seating capacity of the trains, so that standing is avoided. 
These supplementary tickets are not numbered and do not give 
any right to a specific seat or group of seats, so they do not 
constitute seat booking. Nevertheless, they do ensure a vacant 
seat and thus provide the nearest approach to seat reservation, 
on other than boat-trains, that is being afforded on British 
railways during the present summer. 
~ 


* * * 


New G.W.R. Line to Greenford 

Suburban railway facilities in West London will be improved 
materially with the opening on Monday next of the new G.W.R. 
line from North Acton to Greenford, which is being operated 
exclusively by Central Line tube trains of London Transport. 
This constitutes the Western Extension which was designed to 
balance the Eastern Extensions in the Stratford and Leytonstone 
areas as part of the New Works Scheme of the L.P.T.B., the 
L.N.E.R.. and the G.W.R. for improving London’s transport. 
The Greenford line is the first portion of the scheme brought 
into use which has involved the construction of normal surface 
railway. The new route diverges to the west of North Acton 
Station. and continues alongside the existing G.W.R. line to 
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Greenford; it is to be extended subsequently to Ruislip and 
possibly to Denham. The principal civil engineering works 
involved were completed before the outbreak of the recent war. 
and the plain line track was actually laid by the G.W.R. to its 
own standards, although the whole of the new work west of 
North Acton has been built to District Line loading gauge. 
The rails were removed during the war for emergency use else- 
where, and London Transport has acted as contractor to the 
G.W.R. for the recent relaying. Opportunity has been taken 
to use the latest methods adopted by London Transport to meet 
the difficulties of the rail joint, and various interesting per- 
manent way devices have been introduced, which are described 
and illustrated in this issue. Mr. Alfred Barnes, Minister of 
Transport, accompanied by Lord Ashfield, Chairman, London 
Transport, and Mr. K. W. C. Grand, Assistant General 
Manager, G.W.R., made a trial run over the extensions on 
Tuesday last. 
> * 7 * 

Overseas Railway Traffics 

A recovery in Central Uruguay traffics occurred in the week 
ending June 14, when an increase of £11,167 was shown. 
There has thus been a net gain of £6.434 in the fortnight unde 
review. Results previously had been affected by a strike, and 
the aggregate to June 14 is still £170,230 behind last year. 
Great Western of Brazil receipts received a setback of £1,300 
in the 23rd week, but showed an increase of £113.300 on aggre- 
gate. Nitrate Railways earnings recorded an jncrease of only 
£746 in the fortnight ended May 31, but recovered their earlier 
standard of improvement in the next 14 days with a gain of 
£4,075. Their aggregate result is now £1,975 above last year, 
after previous unfavourable comparisons. The four principal 
Argentine railways have improved their position in both weeks 
of the fortnight under review. Some results are compared 


below :— 
No.of Weekly Inc.om Aggregate Inc. or 
week traffic dec. traffic dec. 
Buenos Ayres & Pacific* ... — 2,400 +328 121,477 +8,186 
Buenos Ayres Great Southern*... 50 3,276 + 484 181,126 +5,096 
Buenos Ayres Western* ... | 1,294 +196 66,504 +6,458 
Central Argentine* im 3,322 438 160,909 2 3,654 
£ ‘ £ 
Canadian Pacific ... " «+ 24 1,497,000 +179,750 34,061,000 +2,400,250 


* Traffic returns in thousands of pesos 


Canadian Pacific results continue to compare favourably with 
the previous year, and the increase for the two weeks ended 
June 14 totalled £402,750. 
* * * © 

Increased Backing for Tourist Campaign 

From the time of its inception, the British Travel Association 
has had to contend with stringent financial limitations in its 
efforts to publicise Great Britain as a tourist centre, and from 
1929 to 1931 the Association was in receipt of an official grant 
of only £5,000 a year. During the next four years, while 
financial support within the industry increased slowly, official 
support actually was reduced, and it was not until 1938 that 
Government aid was increased to the more substantial sum of 
£15,000. Since the war, expansion has been considerable, and 
the commitments of the Association have proved an even 
greater strain on its limited resources, to the relief of which 
last year the Government made an unconditional grant of 
£25,000 and further assisted with a payment of £1 for every 
£1 subscribed by supporting industries. The ensuing campaign 
was conducted with such success that these interests contributed 
over £75,000 in the realisation that, although the present time 
is hardly propitious for encouraging overseas visitors, a properly 
conducted tourist industry as a long-term policy must operate 
to the general good. For this reason, therefore, special interest 
Ktaches to a recent announcement that the Government intends 
to make a further grant of £200,000 towards the campaign, 
provided that the industry can produce £100,000 by its own 
resources. 


* * * * 


Asphalt-Cement Track Grouting 


From time to time the development in America of road-bed 
pressure grouting with cement and sand has been dealt with 
in these columns, and in our issue of April 18 last brief men- 
tion was made also of the fact that asphalt was now being 
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mixed with the grout to improve penetration and sealing. 
This innovation was the subject of laboratory and field tests 
carried out jointly by the Atchison, Topeka & Santa Fe Rail- 
way and the Texas Oil Company in 1944. The earlier mixtures 
of emulsified asphalt with cement grout proved to be too 
slow-setting, but chemicals were introduced in small! quantiiies 
that not only got over this difficulty, but also made the mixing 
easier and reduced foaming and settlement. This improved 
mixture has now been standardised on the Santa Fe system, 
and is proving cheaper, quicker, and more effective than any 
other grout yet tried. On one main-line section, where 100- 
m.p.h. speeds are normally permissible, this form of grouting 
has eliminated entirely speed restrictions previously in force 
throughout nine months in a year in a 14-mile length, and has 
reduced maintenance man-hours per mile on a 3}-mile length 
from 7,400 to 4,000 or by 46 per cent.; the corresponding 
reduction on a secondary main line proved to be as much 
as 70 per cent. 
* a * 2 


The “Devon Belle’ 

In pre-war years, the Southern Railway’s principal train 
between Waterloo and the West of England was “ The Atlantic 
Coast Express,” and during the war the equivalent of this 
service was provided by the 10.50 a.m. from Waterloo, though 
the name temporarily was dropped. This summer, on Fridays 
to Mondays inclusive, a new train, the “* Devon Belle,” appears 
in the Southern Railway West of England service, and is the 
first all-Pullman train to run on this route. In providing this 
service the Southern Railway has taken into consideration its 
present shortage of rolling stock, and therefore has decided to 
make use of available Pullman cars, which otherwise would 
have been out of use. Two sets of Pullman cars have been 
reconditioned for the “ Devon Belle,” and a special feature 
of each train is the observation car, converted from existing 
Pullman stock, and designed to give the passenger the maximum 
observation with comfort and safety. Further details of the 
“Devon Belle,” and a brief account of the ceremony at 
Waterloo before its inaugural run, are on page 689. 

* a * *~ 

Radio on the French Railways 

he informative paper read recently before the British Insti- 
tution of Radio Engineers by Mr. G. H. Leversedge, of the 
L.N.E.R., a summary of which we published on May 30, 
gives an added interest to an article in the Revue Générale des 
Chemins de fer on the same subject by Monsieur J. G. Walter, 
well known to many signal engineers in this country. Some 15 
years ago the former Nord line had for a short time regular 
telephone communication with a moving passenger train on 
the Paris-Amiens section, but the service was abandoned for 
economic reasons. Various trials were made of radio com- 
munication in marshalling yards, and between engine and rear 
brake van. There were also some emergency radio stations in 
use when the war began, the apparatus being removed later 
into unoccupied territory. After the liberation, radio was used 
to replace damaged cable and aerial wire routes, the equip- 
ment being moved about as those routes were restored, and is 
still in use as a supplement to other means of communication 
between Paris, Dijon, Lyons, and Marseilles. It is thought, 
however, that the most useful field for radio at the 
moment is in the marshalling yards, such as Trappes. 


* * * * 


Failures of Locomotive Motion Parts 


Although testing the motion parts of a locomotive by the 
“ Magnaflux ’ method for the detection of defects doubtless 
has done much to increase the safety of locomotive operation, 
not all those responsible for locomotive maintenance would 
agree that this is a 100 per cent. safeguard against fractures. 
In the discussion on a paper entitled “* Locomotive Failures.” 
read recently at Atlanta, U.S.A., a Motive Power Superinten- 
dent, admitting that his remarks might be regarded as 
unorthodox, claimed that a progressive fracture, once started 
in a connecting rod or side-rod, could increase from a size 
too small to be detected with the naked eye to the point of 
failure in a single trip. Although his company used the 
‘“ Magnaflux ” process on its locomotive rods once every three 
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ionths, this had not been sufficient to eliminate failures. He 
regarded it as significant that, though some of his locomotive 
ispectors were keen-sighted enough to discover cracks in rods 
which could be located only with the aid of a magnifying 
‘lass, no cracks were ever discovered that were, say, a quarter 
(hrough, and even no more than 10 per cent. through. On 
the other hand, a very minute crack, barely visible at the start 
of the journey, could become a failure before the end of the 
same journey. If this is a true representation of the case, 
1owever, the speaker does not appear to have had any remedy 
to offer other than still more rigid and frequent visual 
inspection. 
* + * * 


More Transport Bill Amendments 

AS anticipated in our last issue, the House of Lords passed 
4 without a division the Government amendment requiring 
the Commission to rake additional payments totalling 
£1,813,000 to the controlled undertakings for inclusion in the 
sum to be distributed to stockholders when the final divi- 
dends are paid. Lord Dudley’s amendment to secure that 
compensation to stockholders should be related to the pre- 
election prices of both railway stocks and gilt-edged securities 
was negatived after considerable discussion. 

On clause 35 of the Bill, which deals with the Commis- 
sion’s powers as to the licensing of inland waterways, the 
Government accepted an amendment entitling subsidiary canal 
companies to continue carrying goods intended for the sole 
use of their parent companies without the necessity of 
obtaining a licence from the Commission. 

On the clauses dealing with the conveyance of goods by 
road, after a very lengthy discussion, amendments were 
moved against the strong opposition of the Government 
(a) increasing the definition of “ordinary long-distance car- 
riage ” from 40 to 80 miles, and its corollary (b) authorising 
vehicles to be used 50 instead of 25 miles from their operating 
centre. 

On the next day, June 17, three further amendments were 
carried against the Government. These (a) exempted from 
the provisions of the Bill the carriage of goods in a vehicle 
operated under an “A” Jjicence in those cases where a con- 
tract limiting its use to the goods of a single undertaking is 
in force; (b) exempted from the Bill vehicles used for the 
conveyance of milk; and (c) placed on the Commission the 
burden of proof when it serves a notice of acquisition of a 
road undertaking under clause 39, on the ground that the 
business consists to a predominant extent of ordinary long- 
distance carriage for hire and reward, and the owner dis- 
putes this, and the dispute is referred to the arbitration 
tribunal proposed to be set up under the Bill. The Govern- 
ment also gave an undertaking tha: before the Report stage 
of the Bill is taken it would reconsider whether vehicles used 
for the conveyance of perishable goods might be exempted 
from the Bill. 

On June 19 a Government amendment was accepted on 
Clause 48 authorising the payment of £2,000 in cash where 
compensation does not exceed £20,000. and on Clauses 53 and 
54 Government amendments were agreed giving increased 
compensation to road hauliers in respect of the partial acquisi- 
tion of their business by the Commission. Two amend- 
ments, however, were moved against the Government, making 
ten up to the present. The first was on Clause 58, that Sec- 
tion | of the Road & Rail Traffic Act, 1933, should also 
apply to the Commission, and require it to apply to the local 
licensing authorities for licences for certain vehicles similarly 
to the procedure which “A” and “B” licence holders are 
required to follow. 

The second, and more important, was on Clause 65, which 
deals with “trade harbours” or, to use their popular name, 
“docks.” The Bill requires the Commission to keep the 
docks under review and empowers it to submit to the Minister 
schemes for altering the existing constitution of the port 
authority. The amendment provides that if any change in 
the status quo is contemplated, the Commission should recom- 
mend the establishment of a non-profit-making public trust, 
with full representation of local users, 

When the House resumed on Monday last, the Government 
refused to accept an amendment to clause 82, which enables 
the Minister to authorise the raising of railway rates at his 
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own discretion. Lord Swinton, who was supported by Lord 
Dudley, urged that before making regulations to that effect, 
the Minister should submit a draft to the Transport Tribunal, 
and the point was also made that the powers vested in the 
Minister were excessive, and, in certain cases, could be used 
to cut the ground from under the feet of the Transport Com- 
mission. Lord Simon and Lord Salisbury pointed to the 
danger to industry which might arise if political pressure was 
brought on a Minister of Transport to increase rates, and 
finally it was agreed that the Government should give the 
matter further consideration. Efforts to increase compensation 
to railway stockholders were unavailing. 
x * * * 


Railway Wage Inquiry 


S mentioned in our last week’s issue, Mr. Adams Clarke 


gave evidence for the railway companies before the 
Court of Inquiry on railway wages on June 17. After 


explaining that the companies were neither justified nor in a 
position to make any offer on the claims, he stated that to 
give full effect to them would add nearly £90 million a year 
to the salaries and wages bill. If, on the other hand, the 
duration of the working week was reduced to only 44 hours 
(instead of 35 hours for salaried and 40 hours for other staff) 
and the other claims were granted as submitted, the cost 
would be about £60 million a year. 

Unfortunately, the Press regarded these two figures as 
cumulative and gave the total cost of granting the claims as 
£150.000,000, but this impression was corrected during the 
proceedings on the next day. Mr. Adams Clarke made the 
points that railway staff enjoy a high degree of regularity of 
employment; have the benefit of a guaranteed day and 
guaranteed week and free and cheap travelling facilities for 
themselves and their families; and that uniform clothing 1s 
provided for considerable sections of the staff. 

As to the resignation of staff from the railway service, 
he produced figures showing that, although during the eight 
months after the withdrawal of the Essential Work Order to 
railway staff of September 1, 1946, 60,378 staff resigned, 
during the same period 79.842 persons entered the railway 
service. He made the point that for considerable sections of 
the staff “output per man” could not be maintained with 
reduced working hours, During the course of his evidence 
statements were handed to the Court illustrating the effect of 
granting the unions’ claims. 

Sir William Wood then gave financial and other evidence, 
in the course of which he disputed the contention that loco- 
motive failures had increased as the result of the pre-war 
policy of obtaining a more intensive use of engines. He 
claimed that the increased mileage run was secured by the 
marked advance in the technical methods of locomotive build- 
ing and maintenance. The increase in locomotive failures 
since the war, he stated, arises from the inability of the com- 
panies to maintain them properly during the war and the 
great difficulty, since hostilities ceased. of obtaining the 
material to repair them. 

On the financial side, Sir William Wood estimated that in 
1947 the net revenue of the railways would be £9 millions 
compared with £29 millions in 1938 and £32 millions in 1946. 
He made the point that additional costs by reason of higher 
rates of wages or higher rates per hour would increase charges 
over the 1939 level by 3 per cent. for each £7 millions addi- 
tional cost. He also explained that between i941 and 1945 
£194-6 millions were paid by the controlled undertakings into 
the Treasury, representing earnings in excess of the agreed 
annual payments, and £9-9 millions had to be refunded by the 
Treasury in 1946 to make up the deficiency in revenue. 

Mr. Benstead interposed to say that, although the Railway 
Shopmen’s National Council still regarded the 40-hour week 
as its final objective, io assist the Court it would raise no 
objection to the Court concentrating on the 44-hour week 
aspect. After Mr. Adams Clarke and Sir William Wood had 
answered a number of questions on June 18 and the union 
witnesses had commented on the railway company’s state- 
ments. the Chairman of the Court paid a tribute to the 
ability, moderation, and fairness with which the submissions 
had been made on both sides. He said that the proceedings 
had revealed the very high standard of negotiations which 
had been reached in the railway industry and expressed 
confidence that this was a good augury for the future of 
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industrial relations on the railways. The Court then termi- 
nated its public sittings and commenced sitting in private for 
the purpose of completing its report to the Minister of 
Labour 

* * * * 


The Summer Train Service 


HE appearance of the summer timetables, dated from June 

16 to October 5, was very welcome, if only because it 
ended a long period of uncertainty as to which main-line ser- 
vices were actually running. and their altered timings and stops. 
The cuts forced on the railways by the coal crisis and other 
difficulties were so frequent and so severe that the monthly 
issue of Bradshaw could not possibly keep pace with the 
changes, in spite of occasional insets containing a list of “ late 
alterations,” and the railways’ own lists, purporting to contain 
“all alterations since October 7, 1946,” were out of date before 
they were published, and in some cases did not include coal- 
crisis cancellations which, it was hoped, might prove to be 
temporary. Now the public has at last a clear indication of 
what the train service is, and we can estimate the effect of 
the Government's ten per cent. cut on last summer’s programme. 
Generally, the cuts have been made on Monday to Thursday, 
and in mid-day services, and rather more regard seems to have 


been paid to the trains which still run on narallel routes. 
Thus, Euston has now no express departure from 12.15 to 
3.45 p.m., save at week-ends; the Midland Division of the 


L.M.S.R. has cut out the fast portion, from Sheffield. of the 
12.47 p.m. Leeds to London, and has not restored the 2 p.m. 
from St. Pancras to Yorkshire, though the 4.20 p.m. to Man- 
chester re-appears, but not the 10 a.m. up service, which is 
covered by Western Division trains at 9.45 and 10.5, and the 
6.40 p.m. to Yorkshire is cancelled, leaving its passengers to 
the 6.5 from Kings Cross and 6.15 from Marylebone. Glas- 
gow still loses its departures to the South at 12 noon, 1, and 
2 p.m., and the 12.15 p.m. from Perth to Euston (a restoration 
cf May, 1946) entirely vanishes, leaving a daily gap, as in 
wartime, from 9 a.m. to 8.15 p.m. with no through train from 
Perth to London, though there is a much more liberal service 
in the down direction, and the up position is improved a little 
by the 1.10 p.m. from Edinburgh Waverley to Kings Cross, 
which is still running with a connection from Aberdeen at 
9.5 a.m. 

A large number of week-end trains appears in the timetables 
(their mileage having apparently been obtained by drastic cuts 
in local main-line and branch services), providing a framework 
to which duplicates will be added as circumstances permit, and 
a few daily trains, especially to the West of England, have 
been restored. Seat reservation has, unfortunately. had to be 
cancelled. but there is no serious interference with restaurant 
cars, in spite of the heavy haulage they entail in some areas, 
nor are monthly return tickets affected. But even though the 
* five-day week” may give a little relief in some districts by 
providing power and paths for more duplicate trains, the posi- 
tion on peak Saturdays is likely to be very serious, as Sir James 
Milne has pointed out. 

Among well-known trains, the 10.30 “Limited” from Pad- 
dington, whose long career was cut short on March 17, runs 
again daily to Penzance, but with an extra 10 min. on the 
down journey for a pick-up stop at Exeter, and the “ Torbay,” 
cancelled on January 6, re-appears, though it starts on Mondays 
to Fridays at 11 a.m., has an extra ston at Taunton, and gives 
a connection at Exeter to Plymouth and Cornwall on the 
Wolverhampton-Penzance train, which is now the only daily 
Great Western service running between Birmingham and Bristol 
via Stratford. The 11 a.m. winter train from Paddington to 
Penzance has been cut out. but, although the 4.30 p.m. down 
and the 7.15 a.m. up from Plymouth are still respectively 
Fridays and Mondays only, there is a reasonably good daily 
service to the West. as the Southern 9 and 10.50 a.m.. 12.50, 
2.50, and 6 p.m. are all running. 

Of cross-country trains, the Birkenhead and Bournemouth 
service via Basingstoke runs only on Fridays and Saturdays, 
but the “Pines,” via Bath and the Somerset & Dorset Line, 
is daily. The Newcastle and Swansea train is not restored. 
Among “luxury ” trains, the “ Yorkshire Pullman” has disap- 
peared. the “ East Anglian” runs at its old schedule, but bears 
nO name in the timetable. and the “ Bournemouth Belle ” comes 
back into the timetables as a daily service and runs at its old 
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booking. The Waterloo and Bournemouth daily service, js. 
however, Only short of the 10.30 a.m., 2.30, and 6.30 p.m. 
departures from London. The Southern has introduced a week- 
end “ Devon Belle” Pullman, leaving London at noon on Fyi- 
day, Saturday, Sunday, and Monday. This train is due at 
Plymouth (North Road) at 5.25 and Ilfracombe at 5.36 p.m 
and makes its first advertised stop at Sidmouth Junction 
3.16, though there is a change of engines at Wilton. 

In Scotland the internal express services have not suffered 
greatly, and the ten per cent. cut is less apparent. Edinbureh 
and Aberdeen is short of only the one fast train, north of 
Dundee, which was cancelled on March 17, and Glasgow d 
Aberdeen loses only the 7.45 p.m. from Buchanan Street of 
last summer. On the Highland section the third daily train 
from Inverness to Wick is net re-instated, and a semi-fas! 
3.40 p.m. from Perth to Inverness. which was really needed 
only at week-ends last year, becomes Saturdays only. Some 
important daily links are missing, such as the 4.15 a.m. from 
Edinburgh Waverley to Perth, which connected the “ Aber- 
donian ” with the morning services from Perth to the far nort! 

In a timetable planned under difficulties, with the object 
of carrying as much week-end traffic as possible, there are 
naturally very few quickenings, and the acceleration programme 
foreshadowed in the very lavish services of October last, will 
probably prove to be postnoned for some time. Nevertheless, 
it is pleasant to see the 10 a.m. from Edinburgh to Kings Cross 
revert to the 8-hr.sschedule, and there has, at least, been little 
material worsening of “ business ” trains, though there are some 
further cuts between Euston and Birmingham, leaving now no 
daily down service between 11.30 a.m. and 4.25 p.m. and 
nothing up from New Street from 8.40 a.m. to 2.35 p.m., and 
Kings Cross and Leeds still has to suffer the loss of the 
a.m. and 1.25 p.m. from London and the 7.50 and 10.15 a.m 
from Leeds. There are, however. hardly any new daily can- 
cellation. of London and Norih Eastern expresses, with the 
exception of the 1 a.m. from Kings Cross and the 8.35 a.m. 
from Leeds to Newcastle, and 3.55 p.m. out of Glasgow from 
Newcastle to Leeds. One Marylebone service (the 12.15 p.m. 
down and 8.25 a.m. from Manchester) re-appears as daily 
trains. We notice also a few cases where extra running time 
has been allowed in the interests of punctuality, as, for example, 
between Leeds and Sheffield on the Midland Division of the 
L.M.S.R.. where there is at least one alteration of great interest 

the 8.55 a.m. from St. Pancras. previously the day service to 
the Waverley route, now running to Bradford only, while the 
11.50 a.m. out of London is extended from Leeds to Carlisle 
and Edinburgh. This restores a valuable afternoon service from 
Leeds to Scotland (the latest denarture from Leeds was pre- 
viously 2.20 p.m.), as the 11.50 will connect at Carlisle with 
the 5.35 p.m. from Preston for Glasgow and North passengers. 

* . . e 


An Internal-Combustion Group for Locomotive 
Manufacturers’ Association 


HE Locomotive Manufacturers’ Association of Great 

Britain, which already represents all major manufacturers 

of steam locomotives, has formed an Internal-Combustion 

Group which is designed to cover locomotives and railcars 

powered by any type of internal-combustion engine. Within 

this category will fall both “ straight ” diesel and diesel-elec- 
tric, and also gas turbine power units. 

For convenience of organising and operating, the Group has 
been divided into four divisions, which are as follow:—(1) 
main-line types; (2) industrial types; (3) Decauville contractors 
types: (4) railcars. 

“It is intended subsequently to form an Electrification Group 
of the Locomotive Manufacturers’ Association. but, so far 
details of this project have reached us only in essence. : 

The objects of the Internal-Combustion Group are those of 
the L.M.A., namely, to provide the means of bringing members 
together for the good of the branch of the locomotive industry 
covered, and generally to promote the interests of members; to 
confer on the best methods to be adopted to meet foreign com- 
petition in all markets, and to expand export trade: to provide 
advisory services, such as statistics, trade intelligence, and so 
forth; to promote research work in connection with technical 
development and design of locomotives; to co-operate with 
H.M. Government in any matters appertaining to the industry: 
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and generally to work on all matters of policy which may 
affect the British locomotive industry as a whole. 

Mr. John W. Vaughan, O.B.E., L.M.A. Secretary, is Acting 
Secretary of the Internal-Combustion Group, and the offices 
are at 82, Victoria Street, S.W.1. 

The formation of this Internal-Combustion Group of the 
L.M.A. is of particular interest at the present time, because it 
is known that all the principal members of the British Loco- 
motive Manufacturers’ Association have under active considera- 
tion participation in the broadening field for diesel, diesel-elec- 
tric. and gas-turbine power units. In a number of instances 
arrangements already have been made by the steam locomotive 
builders for co-operation with the makers of electrical trans- 
missions, or diesel-equipment producers, for mutual working 
on designs for which the steam locomotive producers have set 
aside drawing office space, have engaged technical staffs and 
have ear-marked production facilities in their works. 

It is understood that, although, so far, the production of a 
modern gas-turbine unit has not been undertaken in the works 
of a British steam locomotive manufacturer, this has been the 
subject of study by the industry, and conversations have taken 
place with those outside the immediate sphere of the Loco- 
motive Manufacturers’ Association, with a view to co-opera- 
tion in the future. 


* * * * 


Deterioration of British Postal Services 


N our May 16 issue we drew attention to a number of ways 
in which postal services had deteriorated in recent years, and 
suggested that it was extraordinary that the public, traders and 
industrialists have not applied their experiences of the Post 
Office in assessing their expectations of what the railways and 
transport services in general will be under nationalisation. In 
the House of Commons on May 7 there was a brief debate on 
the postal services, and both sides seemed agreed that there had 
been deterioration; that the first morning delivery is now later. 
and that the last evening collection is now earlier. The 
Assistant Postmaster-General asserted that it was necessary 
to have manpower and that it would do little harm, as 90 per 
cent. of the correspondence was collected before 6 p.m., and. 
if so, it would be delivered by the first post the next morning. 

It is not our experience that this is invariably the case. On 
our Scrap Heap page of our May 9 issue, for example, we gave 
an instance of receiving a letter from Birmingham on Friday 
which had been posted on the previous Wednesday, and in our 
June 13 issue a correspondent who lives at Hatch End, 
Middlesex, complained that on June 9 he had received a letter 
bearing the London, S.W.1, 3.45 p.m. post mark of June 6: 
one letter post marked 4.30 p.m. at Corby, Northants, on 
June 6, and two other communications posted in London in 
time for the last collection also on June 6. 

The Economist, in a note in its June 14 issue, also finds that 
the Assistant Postmaster-General’s statement is “ a generalisation 
to which there seems to be an increasing number of exceptions.” 
Moreover, it points out the suppression of all afternoon 
deliveries (except in Central London) increases the risk that, 
if a letter misses the first delivery. it will have to wait until the 
next day. The suppression of all collections after 6.30 p.m. 
(except at head post offices), and the apparent intention never 
to restore a late-night collection is even more serious, it is 
suggested. 

The debate in the House of Commons was confined to the 
letter post. There is another aspect of the postal services 
which is of closer interest to The Economist, and, indeed, to 
many publishers. The note in The Economist states that many 
thousands of that journal are dispatched by post every week. 
They are taken, franked and sorted, to the G.P.O at Mount 
Pleasant before 5 p.m. every Friday evening. In the past, 
and even during the war (except for a few occasions when 
services were disrupted by the blitz), this provided ample time 
for the copies to be delivered all over England by the first 
post on Saturday, and in Scotland later in the day. Now, 
The Economist finds that week by week many copies are not 
delivered even in London until Monday, and in a town only 50 
miles from London it is now a rare exception for the copies to 
arrive before the week-end. 

A number of reasons have been advanced for the deteriora- 
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tion in efficiency which has occurred, not during, but two years 
after, the war. At one time the fuel crisis was the excuse; now 
it is the need to reduce the Civil Service, although enthusiasm 
in that cause is not very noticeable elsewhere. The Economist 
states that the Postmaster-General is beating a steady retreat 
before the demands of the Post Office workers, whose objectives 
are a 40-hour week, and no night work if it can possibly be 
avoided. The union is fully entitled to make such claims, but 
it would be less hypocritical of the Assistant Postmaster- 
General if he abandoned the pretence that the public interest 
is being defended against these claims, In the present combina- 
tion of trade union government and full employment the public 
interest is defenceless, and the Post Office is being run in the 
interests of its staff rather than for the service of the public. 

The analogy between the Post Office and transport is likely 
to become closer as the nationalisation of the railways and 
road haulage industries proceeds. Already there is clear evi- 
dence that the unions are concerned, naturally enough, more 
with the improvements of wages and conditions for their 
members than the services which can be rendered to the public. 
Moreover, there is no evidence that the Government is preparing 
to make a stand against so powerful a political section of its 
supporters in the interest either of the continued economic 
stability or operating efficiency of the transport industry. The 
performance of a great public service such as transport, which 
impinges at many points on the life of every citizen, cannot 
be divorced from work which is often arduous, and must be 
undertaken throughout the 24 hours if the needs of the public, 
and trade and industry are to be served to the full. There must 
always be some ground for conflict between those who wish 
to render the best and most economic services and those who 
wish to secure for themselves, or for the workers they represent, 
the highest reward for their labours and the most congenial 
conditions of work. 

If the sole criterion of the transport which can be provided 
‘n this country is to be the power of the unions in bargaining 
for their members, and if the Government, which plans ulti- 
mately to be responsible for internal transport services from 
the beginning of next year, is constantly to give way to demands 
of the workers, which all the evidence suggests will grow with 
each success they achieve, the outlook of the transport services 
for the public and for industry indeed is dim. 


Railway Mergers in the U.S.A. 


OME major re-groupings of important United States rail- 

ways are at present in progress or under negotiation. 
Approval has been obtained from the Interstate Commerce 
Commission for the merger of the Chesapeake & Ohio and 
Pere Marquette Railways, which together will make a single 
system of 5.033 route-miles, extending from Hampton Roads, 
Virginia, on the Atlantic coast, and from Washington, in the 
east, to Chicago, the Michigan peninsula, Detroit, and Toledo, 
in the west. Pere Marquette car-ferry routes also give direct 
access across Lake Michigan to Milwaukee, Manitowoc. and 
Kewaunee. in Wisconsin, and also along Lake Erie to Buffalo. 
The Pere Marquette will now lose its separate identity. 

For a number of years, under the ewgis of Mr. Robert R. 
Young and the Alleghany Corporation, the Chesapeake & 
Ohio, the Pere Marquette, and the New York, Chicago & St. 
Louis (usually known as the Nickel Plate) have been affiliated, 
even to the extent of sharing certain of their officers. But 
the preferred stockholders of the Nickel Plate objected to a 
similar merger of their system with the Chesapeake & Ohio, 
and the latter is now taking steps to dispose of its interests 
in the Nickel Plate, and also in the smaller Wheeling & Lake 
Erie, with 1,687 and 507 route-miles of line resnectively. There 
is every prospect, therefore, of a severance of the connection 
between the Nickel Plate and the Chesapeake & Ohio. It will 
be of interest to see what effect this will have on certain steps 
that have been taken by the Nickel Plate jointly with the Pere 
Marquette and the Chesapeake & Ohio, under the direction of 
Mr. Young, and notably the secession of the three companies 
from the Association of American Railroads. 

These re-arrangements are now overshadowed by another 
attempted grouping of far greater scope and importance. For 
this, the ground has been prepared by the gradual acquisition 
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by the Young group of New York Central stock. With its 
subsidiaries, the Cleveland, Cincinnati, Chicago & St. Louis 
(the Big Four), the Michigan Central, the Boston & Albany, 
and the Pittsburgh & Lake Erie, the New York Central System 























a 
SS gy eee CHESAPEAKE & OHIO 
* PIN Noy S, smeee PERE MARQUETTE 
ge fh VIEWS Fe \2yn mmm NEW YORK, CHICAGO & 
{if iy DS ST LOUIS (NICKEL PLATE) 
KEWAUNEED. © ped MANISTEE sie 75, ontant 
MANITOWOCOL SSLUOINGTON °* 8G S 4 
Be ten LIM A) oo MEZOSUSPENSION BRIDGE 
BMWA PRINS SOT PP BUFFALO 
Hee Y i « in © < Lo { iy 
MILWAUKEEG A Pe NN. ae W 
= Keorano des Sy” $% g 
RAPIDS paar ERIE 
: fe DETROIT 
s a gw BUFFALO roLeno 
CHICAGO QF P?_ gh AL oO CLEVELAND 
MICHIGAN CITYSREO aS LHrosvons 0 $0 100 150 290. 250 
PEORIA. LA crosst } | 
rxxxxIEXEQh F te ’ po ~ 
LAFAYETTE SS ~~ ioe Sg WASHINGTONS 5 
A 9 \2 
oo % 
a Se Bartow eS; t 
£ = ¥ Pp os ROMNEY 
“a Oo A Gi S 
- # SS — S { SSgicrmGno 
& *$ SPR LK DP 
E.ST. LOUIS Ce 5:5 
Y LS NEWPORT NORFOLK 


OELKHORN CITY 











Chesapeake & Ohio, Pere Marquette, and New York, 
Chicago & St. Louis Railroads 


owns 11,244 route-miles of line, and is one of the largest and 
most influential railways in the United States. To follow up 
his purchase of stock, Mr. Young is now seeking permission 
from the Interstate Commerce Commission for himself and 
Mr. Robert J. Bowman, as Chairman and Pre: ident respectively 
of the Chesapeake & Ohio, to serve on the board of the New 
York Central. 

In the last annual report of the Chesapeake & Ohio, it is 
claimed that an affiliation with the New York Central would 
provide the former with greater outlets for its coal traffic, 
and at the same time would strengthen the latter by union 
with a railway on whose system so large a tonnage of bitu- 
minous coal is produced. For the present, however, no com- 
plete merger is proposed; the Chesapeake & Ohio, which is in 
an exceptionally strong financial position among American 
railways, considers that, although the vronerties and equipment 
of the New York Central are in excellent order and that no 
serious liabilities are likely to accrue for a considerable time 
to come, plans for a complete consolidation should be kept 
in abeyance until the earning power and credit standing of the 
other system have been improved. The railways chiefly 
affected by such a merger as this would be the Pennsylvania 
and the Baitimore & Ohio, whose systems would be almost 
completely closed in, to the north and south, by the main 
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A third merger that seems well on the way to completion 
is that of the Gulf, Mobile & Ohio and Alton Railroads. For 
a number of years the Alton was under the control of the 
Baltimore & Ohio, and joint operation had been consolidated 
to such a degree that Baltimore & Ohio diesel-electric passen- 


ger locomotives working express trains from Washington to 
Chicago would continue with Alton passenger services from 
Chicago to St. Louis and return direct over the Baltimore & 


Ohio from St. Louis to Washington, and vice versa. Later, 
however, the Baltimore & Ohio relinquished its Alton interests, 
and the pending affiliation of the Alton with the Gulf, Mobile 
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Gulf, Mobile & Ohio and Alton Railroads 


& Ohio is the sequel. The latter extends from New Orleans 
and Mobile in the south to St. Louis, and the Alton will bring 
Gulf, Mobile & Ohio trains into both Kansas City and 
Chicago; each system has various branches, and the combined 
railways have a total of 2,930 route-miles. 

An interesting point about this combine is that it is in 
course of complete conversion from steam to diesel-electric 
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New York Central System 


in diesel power for the operation of their 
traffic. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


** Locomotionists ” 


Hurst Wickham, 
Sussex. June 10 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In Luke Hebert’s “ Engineer’s & Mechanic’s Encyclo- 
pedia,” vol. 2, dated 1836, in the article on railways, refer- 
ence is made on p. 394 to steam propelled vehicles on roads. 
It is stated: “and so did the carriages of many other locomo- 
tionists.” 

“ Locomotionists ”’ apparently is meant to indicate builders 
of, or possibly owners of, or travellers, in a steam propelled 
vehicle. I have not come across the word elsewhere, nor 
found it in a dictionary. 

It would be of interest to know if any reader of The Rail- 
way Gazette has knowledge of the use elsewhere of the word 
* locomotionists.” 

Yours faithfully, 
G. A, SEKON 


A Museum of Railway History 


“Kingston,” 7, Graham Avenue, 
Brighton, 6. June 20 
To THE EpDITOR OF THE RAILWAY GAZETTE 

Sir,—Mr. Howard W. Linecar’s timely letter in your June 6 
issue raises an issue which must have been exercising the minds 
of many who are interested in the preservation of historical 
railway relics, and who have hoped that the York museums 
might be restored or that equivalents might be established. 

It is, of course, impossible and indeed unreasonable, to ex- 
pect the railway companies or anyone else to construct and/or 
continually add to endless buildings specially adapted to the 
housing of relics of the size and type of locomotives; and there- 
fore the suggestion that models should be made and dis- 
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The dispersal of the relics from York in the early days of 
the war demonstrates that the authorities are not unmindful 
of the interest taken in this maiter, and I believe I am correct 
in crediting the L.N.E.R. with this praiseworthy action. The 
blitz on York in 1942 proved the wisdom of the removal. I 
feel sure there are many who would appreciate a lead, and 
therefore await, with interest, any information which Mr. 
George Dow may care to provide. 

Perhaps it might be possible to establish a museum at a 
point somewhat more central than York. Alternatively, York 
might be retained for locomotives and larger exhibits, and the 
smaller items might be housed at a point, say, in or near 
London. This may have the effect of balancing more evenly 
the journeys of enthusiasts in any part of the country who wish 
to view the exhibits. 

Yours faithfully. 


P. E. DAVIS 
Travel Risks 


Frognal. June 17 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—Americans pride themselves on being air-minded, but 
recent happenings have caused them to think again. Curiously, 
nobody in the States seems to worry about the risks of travelling 
by private motorcar. According to estimates framed by the 
National Security Council, on an average 3 passengers were 
killed for ever 100 million passenger-miles run by private 
cars during the 5 years from 1941 to 1945. 

An equal rate of mortality on the railways would have in- 
volved the deaths of 2,750 passengers in 1945, instead of the 
65 who actually lost their lives in train accidents in that year. 
Journeys by private car are more hazardous in the States than 
air flights, which in 1946 had a passenger death-rate of 1-2 
per 100 million passenger-miles, as compared with a rate of 
less than 0:2 on the railways. 

A passenger train is the safest place in the United States 
and probably in this country also, if only we had s‘atistics to 
prove the statement. Will the Transport Commission let us 


played in lieu of the actual object is one that merits considera- 
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Publications Received 


The Development of Road Motors, 
1898-1946. By R. W. Kidner. Chislehurst, 
Kent: The Oakwood Press, 30, Whitehorse 
Hill. 74 in. x 4} in. 138 pp. Illustrated. 
Price 7s. 6d. net.—This is the continua- 
tion of “ The Early History of the Motor 
Car, 1769-1897,” by the same author, and 
summarises the growth of mechanical road 
transport from the close of the nineteenth 
century, when it was scarcely an industry, 
to the present days of mass-production. 
The book is arranged chronologically, and 
covers the development of motorcars, 
motorbuses, and commercial road vehicles. 
The illustrations include 27 reproductions 
of photographs of a wide range of 
vehicles, and a large number of outline 
sketches of the type adopted for other 
works in the same series. 


Anuario de la Industria Ferroviaria, 
1945-46 (Year-Book of the Railway In- 
dustry). 9} in. x 74 in.; 402 pages. With 
numerous tables, diagrams and _ illustra- 
tions.—Edited by Julio Nogués and Blas 
Vives, and published by them at Calle del 
Prado 26, Madrid. This new work, which 
is to appear annually henceforth, has been 
issued with the object of providing the 
Spanish railways and tramways, the 
Government Departments concerned with 
their operation, and the various associated 
supply industries, with a year-book that 
shall form a guide to every vhase of their 
activities, and bring together every useful 
item of information relating to them. Its 
authors have good reason to be satisfied 
with this first issue. 

The statistical information. together with 
that relating to the composition and staff 
of the various organisations and com- 


panies, is complete and well presented, 
and there are interesting technical articles 
by expert writers on a wide range of sub- 
jects. The sections on legal and economic 
questions are informatively written, and 
the publication fills a great want in rail- 
way reference literature, especially in view 
of the many improvements to the Spanish 
lines known to be in contemplation. 


Hand Priming for Petrol Engines.—The 
Hymatic Engineering Co. Ltd., Redditch, 
has designed a hand-operated priming 
pump to facilitate starting the engines of 
motor vehicles in cold weather. The 
pump itself is fitted on the dashboard by 
drilling a 14-in. dia. hole, or by means of 
a bracket, and the jets through which 
atomised fuel is sprayed into the induction 
manifold are attached by drilling and 
tapping. A three-way union is supplied 
for connecting the pipe from the pump 
to the vehicle fuel pipe. 


Passenger Tickets. By the late Pro- 
fessor Lionel Wiener. London: The Rail- 
way Gazette, 33, Tothill Street, Westmin- 
ster, S.W.1. 4 in. x 7} in. 358 pp. 
Fully illustrated. Cloth covers. Price 20s. 
(In paper covers 15s.}—This book was 
prepared in Brussels, and a limited edition 
was sent to this country shortly before the 
outbreak of the recent war. A few months 
later, when Belgium was invaded by the 
German armies, the type and the blocks 
for the 771 illustrations were seized and 
destroyed, and it was feared that the 
author’s extensive researches had been lost 
to all excepting those with surviving 
copies. Recently, however, a small num- 
ber of copies of the printed sheets was 
discovered in Belgium, and sent to 
England. The Railway Gazette has now 


have figures for 1948? 


Yours faithfully. 
R. BELI 


published this limited and final edition, 
which cannot be repeated. The work is of 
outstanding interest and deals comprehen- 
sively and internationally with the whole 
subject of fare collection and the tickets 
used for many forms of transport. 
Students and reference libraries will be 
well advised to secure a copy before the 
stocks are exhausted. 


Scottish Bus Timetable. 
The Travel Press, 41, George Street. 
64 in. x 44 in. x 14 in. 652 pp. Price 
6d.—The Scottish Motor Traction Co. 
Ltd. and its associated companies have 
issued an admirable complete timetable 
covering their own services and those of 
W. Alexander & Sons Ltd., the Western 
S.M.T. Co. Ltd., the Central S.M.T. Co. 
Ltd., and the other units of the group, 
which, of course, are all railway-asso- 
ciated. Previously, these details have been 
available only in sectional publications 
and leaflets. The respective areas, which 
extend from the Border to Inverness, are 
depicted on sketch maps, and information 
is given regarding inter-availability of rail 
and bus tickets. 


Edinburgh: 


Electrical Railway Signalling Equipment. 
—The Siemens & General Electric Rail- 
way Signal Co. Ltd. has published the first 
edition of a comprehensive catalogue 
covering almost the entire range of the 
company’s electrical signalling equipment. 
There are 24 sections, with a full alpha- 
betical index, and the catalogue comprises 
488 pages bound in stiff covers. It is fully 
illustrated, and includes views and track 
diagrams of complete illustrations as well 
as of individual apparatus. Dimensioned 
drawings and circuit diagrams are given 
of many items. 
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The Scrap Heap 


PuBLIC MORALITY 
‘It is a humiliating reflection that this 
Government has a lower standard of public 
morality in dealing with the nationalisa- 
tion of public services than has the 
Government of the Argentine.’"—The Earl 
of Selborne in the House of Lords. 
* * * 


Too Mucu Law 

Viscount Bridgeman: We have had 
enough of the sort of legislation which 
diverts ordinary business people from the 
purpose of conducting their businesses and 
making wealth, to the secondary business 
of seeing to it that they are not infringing 
some law or other.—During the debate 
in the House of Lords on the Transport 
Bill, 


* * * 


SACKS—A RAILWAY SIDELINE 

From one of the largest sack-hiring 
undertakings, the L.N.E.R., you can 
borrow, if you are connected with the 
corn trade, 3,500,000 sacks for Id. a sack 
covering an initial hire period, and after at 
4d. a sack a week. 

Several of the railways originally form- 
ing the L.N.E.R. ran sack-lending busi- 
nesses for many years. For instance, in 
1876, the Great Northern Railway, to draw 
grain traffic to rail, bought out the Boston 
Sack Company. In 1943, which was 
the peak year for grain production, the 
L.N.E.R. stock of sacks was capable of 
carrying about 1.400,000 tons of grain. 

Although the L.N.E.R. stock of sacks 
was 2,250,000 in 1939, wartime purchases 
to meet the increased acreage under pro- 
duction brought a rapid rise to 3,500,000. 
In one season alone during the war, the 
L.N.E.R. spent £70,000 in purchasing new 
sacks. The heaviest hire period ever ex- 
perienced was in September, 1941, when 
1,367,460 L.N.E.R. sacks were hired in 
the area covered by Lincoln depot alone. 

Three sack factories dea] with this vital 
sideline of the L.N.E.R.—at Lincoln, 
York, and Edinburgh. At the largest— 
Lincoln—the operations of sorting the 
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sacks returned after hire and the repair of 
damaged sacks are carried out by girls. 
[he sorters in peak periods can turn over 
12,000 sacks a day. 

When eventually it is decided that a sack 
has outlived its life as a sack, it begins 
life anew. Old sacks are sold to makers 
of nail and bolt bags, or are used for 
papermaking, road reinforcement work and 
even to put around bungs for beer barrels. 

* * * 


100 YEARS AGO 


From THE RAILWAY TIMES, June 26, 1847 


\ JANTED, a SITUATION as INSPEC- 
TOR of POLICE at any principal station where 
there is a large traflic. 

The advertiser has been im-pector of police for six yeers at 
the Brighton, Croydon, and Dover joint station, London. 
— Railway Terminus, and has the highest of testimo- 
Dials. 

Address, G. Collier, 29, Crosby-row, King-street, Bo- 
rougnh. 








* * + 


L.P.T.B. QUERIES 

They tell me that twice as many provin- 
cial visitors as before the war have learned 
to use the convenient telephone number, 
Abbey 1234, for London Transport traffic 
inquiries. Many people ring to have their 
minds made up for them on the choice of 
a nice day trip, and some want to know 
the hour of high tide at London Bridge. 
Blind people are frequent users of the ser- 
vice. They can find out exactly how many 
steps there are at any given station. 


From the ‘London Letter” in the 
‘ Liverpool Daily Post.” 
a * * 


NEW TUNNEL TO SAVE A MINUTE 

A tunnel which will save thousands of 
travellers a minute on their morning and 
evening journeys to work is being built 
at Leicester Square Underground Station. 

The tunnel, which is now half finished, 
will be 100 yd. long. It will provide 
quicker interchange for passengers between 
the Northern and Piccadilly line trains, 

To construct the tunnel a shaft 100 ft. 
deep has been sunk in Upper St. Martins 
Lane. W.C. It is hoped to complete and 
open it for passengers by the end of 1947. 


— 
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** May I have my glasses back now ?—I get out at the next station” 


‘Reproduced by permission of the proprietors of ‘ Punch”’ 
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Euston—A Railway Shrine 
Of all the historic monuments in En 
land, to me the most fascinating is Euston n 
Station, London. 
There is magic in anything which can 
link this overburdened city with the lonely 


outposts of Britain. . . . But Euston js 
more than a gateway to the eternal 
dissimilarities of Britain. It is also 


a gateway to an age which, near to us 
in time, has yet by intervening cataclysms 
been as far removed in spirit as the age of 
Antioch. The almost arrogant faith of ji 
architects, the lasting workmanship of 
builders, and the fact that in spite of . 
century’s technical progress it still does 
the work for which it was built—these have 
conspired to keep alive in Euston the spirits 
of its creators. ... 

In 1764 Gibbon, among the ruins of the 
Capitol, his imagination fired by the broken 
evidence of a great and powerful civilisa- 
tion, first purposed to bring to life the 
glories and the slow destruction of Imperial] 
Rome. In the minds of men yet unborn 
the ruins of Euston will excite equal reve 
ence and enthusiasm. . . . We can 
still meet, in Euston, even when its day is 
passed, the spirit of a civilisation greater 
and more powerful than Rome. “ This is 
a Roman work, conceived in a Roman 
spirit, and accompli shed with Roman perse- 
verance and determination.” begins a 
guide-book to Euston and the main line, 
published in 1839. Unquestionably Roman, 
Euston is something more; it is English, a 
product of English engineering and work- 
manship at a time when these were un- 
equalled throughout the world. 

The whole of Euston, from its megalithic 
pases to the elaborations of Primrose 

Hill tunnel, is a Victorian railway shrine 
To the Greeks in the Acropolis, the propy- 
leum meant the entrance to holy ground. 
In the age of Victoria, at Euston, it led, 
and rightly, to a railway station. Primrose 
Hill tunnel js the northern limit. Here 
what is no more than a hole in the earth 
has been decorated, in hewn stone, with 
lions’ heads, with pillars and arches, mould- 
ings and corbels, parapets and battlements, 
architectural embellishments which declare 
even plainer than words—Behold_ the 
greatest work of man! In Euston Great 
Hall, the sanctum itself, the Victorian 
presence becomes overpowering. These 
pillars were raised and these steps laid 
down by men for whom the universe held 
no fears or secrets. For them there could 
be no doubt in the heavens, or on the 
earth, or under the earth. . . . What a gem 
it is of Roman grandeur and Victorian 
ugliness ! 

How homely the lights and cast-iron 
gallery rails, like fittings in a _ brother- 
hood meeting-hall; how impressive, at night. 
the dim vastness of the roof, how awful 
the staircase leading past the Ionic pillars to 
the inner mysteries—the board-rooms of the 
railway company! In those long corridors 
and lofty offices, with their vast fireplaces, 
their solid brass pen-racks, their drop- 
forged inkwells, their rolled steel coal- 
scuttles, the spirits of Stephenson and the 
railway pioneers still live. Strangely 
sounds the voice of the platform announcer 
as it comes muffled through shut windows. 

And I wish, foolishly enough, that it 
might remain so for ever. The arrival 
indicator at Euston may be a museum 
piece and the luggage carriers as old as 
Puffing Billy. But I like it that way; per- 
haps, even, am proud of it. And I, for one, 
would be sorry to see any changes which 
destroyed the character of what has become 
a living monument to the English at one of 
the oy periods in their history.— 
“A.K.A.” in “ The Manchester Guardian.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 


Barrauté—Kiask Falls Line 

A report presented to the Dominion 
House of Commons on the proposed 
C.N.R. line between Barrauté and Kiask 
Falls, in Northern Quebec, states that ex- 
penditure on the project this year will be 
$2,100,000. The 55-mile line was author- 
ised last year at a total estimated cost of 
$4,125,000. To date, the report said, only 
$23,465 had been spent on preliminary 
work. The contract for construction had 
been awarded to the Therrien Construc- 
tion Company, but this company had not 
received any advances of funds. 

Work to be done in 1947 includes clear- 
ing, grading, installation of culverts and 
timber trestles, and the beginning of bal- 
lasting and track-laying. The potentialities 
of the line in opening up the natural re- 
sources of the Bell River Valley were 
referred to in the annual report for 1946 
of the Canadian National Railways, as 
recorded in The Railway Gazette of 
May 16. 


UNITED STATES 


Double-Deck Coaches for Long Island 

The Altoona workshops of the Penn- 
sylvania Railroad recently delivered to the 
Long Island suburban system (a Pennsyl- 
vania subsidiary) the first of 10 double- 
deck coaches now on order. The new 
cars, which are about 81 ft. long, seat 134 
passengers, compared with an average of 
72 in the existing stock. They are built 
entirely of aluminium, and are ventilated 
by means of a duct through which cold 
air is circulated in hot weather, and warm 
air in cold weather. 


“Red Arrow” Derailment Report 

A report has been issued by the Inter- 
state Commerce Commission on the de- 
railment of the Pennsylvania eastbound 
“Red Arrow” express near Gallotzin on 
February 18 (see The Railway Gazette of 
March 28). It is stated that the derailment 
was the result of excessive speed on a 
curve, and it is estimated that the train 
was travelling at over 60 m.p.h. at a point 
where there was a speed limit of 30 m.p.h. 

Of the crews of the two locomotives, 
only the driver of the leading engine sur- 
vived. He said that he estimated his speed 
at 30 m.p.h. before the derailment, when 
he made a service application of the 
brakes. As his engine entered the curve, 
the regulator became unlatched and 
moved on the quadrant to about the half- 
Open position at a moment when he was 
looking forward with his head outside the 
cab. Hearing the engine exhausting 
steam, he immediately closed the regu- 
lator. 

No evidence of defective equipment or 
track was found during the investigations 
of the inquiry. 


Packaging Expert for Union Pacific 

For more than a year the Union Pacific 
Railroad has employed the services of a 
packaging expert as a step towards de- 
creasing the burden of freight loss and 
damage payments. Highly successful re- 
sults have been reported. The expert 
investigates personally cases of unsatis- 
factory packing brought to the notice of 
the company’s Freight Claim Department, 
and prepares a report for submission to 
the General Freight Claim Agent. Hun- 


dreds of these reports have been filed and 
action taken on them; in many instances 
the reports are accompanied by photo- 
graphs or drawings. 

Based on the reports, letters are written 
to the consignors concerned, describing 
what occurred, analysing the trouble, and 
suggesting what corrective measures might 
be taken. When necessary, the company’s 
expert calls on the consignors and col- 
laborates with their executives and engi- 
neers in evolving packing methods 
designed to avoid damage in the future. 


HAWAII 


The Oahu Railway 
Some details were given in The Rail- 
way Gazette of December 13 last year 
of the Oahu Railway in the Pacific Island 
of that name. It has been decided recently 
that this system will cease its railway 
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in the December 13 issue showed a con- 
nection at Kahuku with the Koolau Rail- 
way. The latter line, also shown below, 
now has been abandoned. 

Particularly during the war. there was 
heavy traffic to and from the U.S. naval 
base at Pearl Harbour. Special trains on 
this service were worked frequently by 
Alco diesel locomotives, two of which 
were purchased in 1943. Steam locomo- 
tives for the system were supplied mainly 
by the American Locomotive Company 
and by Baldwins. The heaviest steam en- 
gines were a 2-8-2 tender class of four, 
purchased in 1925 and 1926, and weighing 
69 tons 12} cwt. with tender. 


FRANCE 


Transport During Strike 

M. Jules Moch, Minister of Public 
Works & Transport, in a broadcast address 
to French railwaymen on strike, an- 
nounced on June 7 that the Government 
was determined to run road and air ser- 
vices to meet priority transport necessities, 
in addition to the goods trains operated 
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Railways in Hawaii 


operations in January, 1948, and thence- 
forward will handle its transport services 
by means of lorries. 

When the railway was built, the engi- 
neers followed the coastline to avoid the 
high ground inland. Although the dis- 
tance from Honolulu to Kahuku is only 
26 miles in a straight line, and 35 miles 
by road, the railway route is 70 miles 
long. 

As was recorded in the December 13 
issue, the first section of the railway was 
opened on September 4, 1889. For some 
years the line terminated at Waianae Plan- 
tation, 32 miles from Honolulu. The ex- 
tension from Waianae to Kahuku was 
opened shortly after Hawaii became part 
of the United States in 1898. 

Most of the traffic is provided by the 
sugar plantations on the island, all of 
which have their private railway systems. 
These, like the Oahu Railway itself, are 
of 3-ft. gauge, except the Waianae Planta- 
tion system, the gauge of which Is 
2 ft. 6 in. Tourists provide considerable 
passenger traffic, but for the most part 
their journeys are between Honolulu and 
Haleiwa, where there is an hotel and a 
park. A map of the system published 


with the assent of the strikers for supply- 
ing towns with their essential requirements 
of food and milk. 

On June 8 the papers published time- 
tables for the emergency services. The 
Esplanade des Invalides served as the ter- 
minus for the motorcoaches. Tickets were 
issued at the Gare des Invalides, already 
in use as the Paris air terminal. Passen- 
ger rates by road were the same as the 
corresponding third class railway fares. 
Air France rates were charged for travel 
by air. By car or by air, every passenger 
was allowed to take 33 Ib. of luggage. 

All the Paris terminal stations were 
closed on June 7. Strike pickets kept the 
gates ajar to allow passengers to enter to 
claim repayment for unused tickets. Occa- 
sionally a long-distance train, which had 
begun the journey to Paris before the 
strike was declared, came into a terminus. 
The last arrival at the Gare*de Lyon came 
in at 4 p.m., from Ventimiglia. 

Outside the stations, travellers clubbed 
together and bargained for taxis on long- 
distance journeys. The fare to Bordeaux 
was fr. 20,000 (approximately £42) or more, 
while drivers asked and obtained fr. 50,000 
for a run to Nice. 
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The New Railway to Greenford 


G.W.R. lines for London Transport operation 
as the Western Extension of the Central Line 


THE new railway from North Acton to 

Greenford, which is being opened on 
Monday, June 30, is the first section of 
the New Works Scheme of the L.P.T.B., 
the L.N.E.R.. and the G.W.R. for improv- 
ing London’s transport, to involve the 
construction of normal surface railway. 
The lines have been built by the G.W.R. 
and are the property of that company, but 
they are to be operated exclusively by 
Central Line tube trains of the London 











The new North 


Passenger Transport Board, and constitute 
the Western Extension. 

This West London scheme is comple- 
mentary to that in North-East London. 
of which the sections from Liverpool 
Street to Stratford and Leytonstone have 
been opened in recent months. At pre- 
sent, some Central Line trains terminate 
at Wood Lane, while others continue over 
the Ealing & Shepherds Bush Railway of 
the G.W.R. through North Acton to 
Ealing Broadway. 

The new route diverges to the west of 
North Acton Station and continues along- 
side the existing G.W.R. line to Green- 
ford; it is to be extended subsequently 







to Ruislip and possibly to Denham. From 
the junction between Wood Lane and East 
Acton (where the steam trains from Addi- 
son Road of the G.W.R. joined the lines 
used by the tube trains) there were two 
tracks only to North Acton, over which 
ran not only the Central Line Ealing 


trains, but also the G.W.R. steam trains 
to and from the West London Railway. 
In such conditions, an electric service to 
both Greenford and Ealing could not have 
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the existing lines of the G.W.R. and the 
Great Western & Great Central Joint 
Committee to Ruislip. The whole of the 
existing line, of course, forms part of the 
G.W.R. Birmingham route, but the section 
between North Acton and Northolt junc- 
tion is G.W.R. property and the portion 
from Northolt junction onwards is owned 
by the G.W. & G.C. Joint Committee. 
The two main objects of this portion of 
the scheme are to obtain balanced work- 
ings in the west for Central Line trains 
that are being projected into North-East 
London, and also to provide frequent 
electric train services with direct access 
to the Central area for the benefit of a 
district where considerable housing and 
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been worked, and accordingly the tracks 
between this junction and North Acton 
were quadrupled, so that London Trans- 
port and the G.W.R. since June 19, 1938, 
have each had the exclusive use of one 
pair of tracks. This work had been put 
in hand on March 10, 1936, and was com- 
pleted in October, 1937, but not opened. 

Near North Acton, a flying junction has 
been built to carry the new westbound 
track under the Ealing line. West of this 
point a pair of new electrified tracks. 
for the exclusive use of Central Line 
trains, has been laid alongside the exist- 
ing steam-overated tracks of the G.W.R.. 
and these are the lines which are being 
opened now as far as Greenford. Sub- 





other development is taking place. With 
the latter object in view, new stations 
have been built on the widened tracks 
between North Acton and Greenford, at 
Hanger Lane and Perivale. The main con- 
struction works in connection with this 
scheme were undertaken direct by the 
G.W.R., and were completed (apart from 
station buildings) before the recent war. 

The rolling stock is being supplied and 
worked by London’ Transport, and 
arrangements have also been made for the 
board to staff the stations at North Acton, 
Hanger Lane, and Perivale. The electrical 
equipment of the line, including power 
distribution, signalling, etc., has also been 
undertaken by London Transport. More- 
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tractor to the G.W.R. for laying the rails. 
a matter which is referred to in greater 
detai! later. 

Hanger Lane is a new station which will 
replace the two G.W.R. halts at Park 
Royal West and Brentham, neither of 
which is very conveniently situated. At 
the same time Park Royal (G.W.R.) 
Station, which was built for the Royal 
Agricultural Show of 1903 and has since 
been used but little, has been closed. A 
new station served only by Central Line 
trains is being built at Perivale in replace- 
ment of the existing G.W.R. station. The 
whole of the traffic at North Acton will 
be dealt with by the Central Line trains. 

At Greenford the new tracks are carried 
on viaduct over the Castlebar and West 
Ealing branch of the G.W.R., which joins 
the main line about 300 yd. east of the 
station; this will enable the branch trains 
to work into a bay road between the Cen- 
tral Line tracks without interruption to 
the tube trains. Incidentally, Greenford 
is the first station in the board’s area to 
be equipped with escalators taking pas- 
sengers from the street up to platform 
level, which is here 33 ft. above. 


Cuttings and Bridges 


Beyond North Acton the ground on 
which the new line lies is clay, and at the 
foot of the cutting slopes, which are at 
an angle of 24 to 1, heavy concrete toe 
walls have been provided to minimise the 
risk of slips. The formation is sloped 
from the toe wall to a drain on the north 
side of the up, or eastbound, track, an 
arrangement dictated by the desirability 
of leaving undisturbed the formation 
against the toe wall. The principal em- 
bankments were tipped in clay with a 
chalk toe 6 to 8 ft. above ground. The 
work involved the construction of heavy 
retaining walls and a plate-girder bridge 
to carry the down line beneath the present 
electric lines from North Acton to Ealing 
Broadway, a double-line bridge, of mass 
concrete arch construction, below a siding 
connection a little further on, a brick arch 
viaduct over the River Brent between 
Hanger Lane and Perivale Stations, and 
the River Brent itself has had to be 
diverted. 

There are, in addition, 12 other bridges 
and three viaducts, the latter carrying the 
new lines on their approach to Greenford 
Station over the east and west forks of the 
G.W.R. loop line to West Ealing, as 
shown on the diagram opposite. 


Stations 


The new stations are of the island type. 
That at Hanger Lane at present has a 
temporary booking hall, but eventually is 
to have a ticket hall adjacent to the bridge 
carrying Hanger Lane across the railway, 
and attained from the platform by a foot- 
bridge over the westbound track. The 
platform arrangement at Perivale is simi- 
lar, but, as the adjacent Horsenden Lane is 
beneath the railway, a subway gives access 
from the platform to the new ticket hall. 
_The new Greenford Station is partly on 
viaduct, and contains the bay road in the 
island for the use of G.W.R. trains to and 
from Ealing, to which reference has been 
made already. The new entrance hall 
abuts on Oldfield Lane, and is at ground 
level. Escalators rise from it for some 
30 ft. to the platform. There is direct 
communication by subway to the G.W.R. 
platforms adjoining. Generally, the use 
of concrete platform walls had been 
adopted, with an asphalt pavement, but at 
Perivale, where the new platforms are 
built on embankment likely to settle 
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slightly, the construction is of pre-cast re- 
inforced concrete framework, which can 
be adjusted easily to any settlement. 

The viaducts at Greenford consist 
mainly of concrete arches with a span of 
30 ft. and a rise of 9 ft. 3 in., as shown 
in our diagram. The piers and abutments 
are of mass concrete and the arches are 
formed of pre-cast concrete blocks 2 ft. 
deep above a point where the bed joint 
makes an angle of 45 deg. with the hori- 
zontal. 

Below this point the arch and back- 
ing are formed in situ as one in mass 
concrete. The viaduct over the east fork 
of the West Ealing line consists of 13 
concrete-arch spans and one 74-ft. plate- 
girder span carrying the new double line 
over the G.W.R. tracks. A feature of the 
concrete portion of this viaduct is the 
construction of the parapets, the uprights 
of which are rigidly fixed to the mass con- 
crete of the spandrel walls, and have 
grooves on each side, into which pre-cast 
concrete panels are fitted, so as to permit 
of free expansion and contraction. A 
top rail is placed on the panels, and the 
coping has a groove which fits on to a 
tongue formed on the top rail, thus lock- 
ing the whole parapet structure together. 
The total length of this viaduct is 600 ft. 

Two single-line viaducts, of greater 
length, carry the new lines over the west 
fork, and, at the London end approach. 
by means of three 30-ft. concrete arches. 
the girder spans over the West Ealing line. 
On the new down line there are two such 
girder spans, of 135 ft., and then 13 more 
concrete-arch spans, a 60-ft. span elliptical 
brick arch with a rise of 15 ft. and 3 ft. 
thick at the crown over Greenford Road, 
followed by 17 more 30-ft. concrete arches. 
and an elliptical brick arch bridge over 
Oldfield Lane of 45-ft. span with a rise 
of 10 ft., and 2 ft. 74 in. at the crown. 

The concrete arches between Greenford 
Road and Oldfield Lane are backed by a 
wall retaining the filling which carries the 
terminal line from West Ealing and on 
which the platform surface is formed; the 
down platform wall is supported on the 
arches. On the new up or eastbound line 
the girder span over the G.W.R. west spur 
is 121 ft., and between it and Greenford 
Road are nine 30-ft. concrete arches. 
Greenford Road and Oldfield Lane are 
spanned by brick arches similar to those 
carrying the down line over them. 

The signal box and relay room are in 
the two concrete arches immediately east 
of Oldfield Lane, and the lower end of 
the escalator is in the third arch west of 
Oldfield Lane. The machinery chamber 
of the escalator is carried over Oldfield 
Lane on a reinforced concrete floor. Be- 
hind the station entrance in Oldfield Lane 
a car park is being provided. As Green- 
ford Station platform is at a considerable 
height above the surrounding ground, the 
up platform wall is supported on piers, 
the foundations of which are at original 
ground level, thus ensuring the uniform 
level of the platform. The platform wall 
on the up side of the bay into which 
G,W.R. West Ealing trains will work are 
similarly supported, and that on the other 
side is carried on the arches of the down 
line viaduct. The parapets of the Green- 
ford Station viaducts are built in pre-cast 
concrete blocks. 

The next bridge, beyond Greenford, is 
over a siding, very much on the skew, and 
has a square span of 22 ft. It consists 
of abutments and wings in mass concrete, 
with a brick arch. The length of the arch 
has been extended so that the angle of 
skew of the faces was reduced to 50 deg. 
The Grand Union Canal is crossed about 
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Some photographic illustrations of these important works, completed before the recent war, are given on page 679 


reenford viaducts. 
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General arrangement of conductor rail gaps 
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View of Greenford Station escalator shaft taken in July, 1939. This station has the first escalators 
in the London area to take passengers from the street up to platform level. 


a 4-mile farther by a truss-girder bridge 
of 158-ft. span. Although the canal 
crosses the railway diagonally, the bridge 
has been constructed on the square, be- 
cause the existing skew bridge carrying the 
G.W.R. main line at this point had given 
continuous trouble in the foundations 
owing to uneven expansion. 


Permanent Way 
The whole of the new work west of 
North Acton has been built to District 
Line loading gauge. Before the recent 
war, the plain line track was laid by the 
G.W.R. to its own standards, and the 
L.P.T.B. supplied the point-and-crossing 


work for the G.W.R. to lay. These rails 
were removed during the war for emer- 
gency use elsewhere, and London Trans- 
port has acted as contractor to the G.W.R. 
for the recent relaying. 

Opportunity has been taken to use the 
latest methods adopted by London Trans- 
port to meet the difficulties of the rail 
joint, which are particularly acute in the 
case of very heavy traffic composed en- 
tirely of multiple-unit electric stock pass- 
ing almost continuously for nineteen 
hours a day. 

The running rails are British Standard 
bull-head rails of 95-lb. section. During 
the past ten years the practice of welding 





The rise is 33 ft. 


60-ft. rail lengths has been subjected to 
extensive experiments on the London 
Transport railways, and welded lengths of 
300 ft. are now standard for new construc- 
tion and normal relaying work. Five 60-ft. 
rails are flash-butt welded at Lillie Bridge 
Depot. This does not apply at places 
where curves of less than 20 chains radius 


.are encountered, where the necessity for 


frequent rail renewals makes the previous 
standard 60-ft. rail preferable. The length 
of 300 ft. has been chosen because this 
is the greatest that it is practicable to 
unload from a train standing between two 
signals, and it is also the most convenient 
length for transport to the site, 
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The New Railway to Greenford 
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widening at Hanger Lane bridge ten months after the centre photograph above was taken 
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The New Railway to Greenford 
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Concrete arch viaduct approach to Greenford New bridge carrying widened road over G.W.R. main line 
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Expansion switch used by London 
the 


cleat janie STOCK RAIL 24/0" 
' 
' Xr 


Transport on the Western Extension to Greenford at }-mile intervals where 
running rails are laid with machined joints 
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Hitherto, it has been the practice either 
to join these 300-ft. rails with fishplates 
of the normal four-bolt type, with a gap 
left to allow for expansion, or to use over- 
lapping joints of the Brogden type; the 
use of the datter has now been discon- 
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General arrangement of expansion switch 


tinued. The latest development, designed 
to overcome the movement in the joint 
produced by the weight of a irain passing 
over it and to minimise the batter at the 
rail ends, is to machine all the contact 
surfaces between rails and fishplates to 


¢ OF CLAMP 


Psi] moste BAR 


|erwetn BOLT Meno, 




















~ ! 
ie H | = |__FF 
+ lave : es 
' \|z ah a sa 
' — hd 2 - REF Fa . t 
ny \z 3 Eo ine { +7 + [" 
g 333 \ i 
\ ; + mms -— 5 
3 ; pe FDIA BOLTS 3S LONG Set \ PARALLEL WITH WEB OF SWITCH BLADE? 
1 ‘ HOLES DRILLED TO SUIT 
we ier, 7 4 } 
ise Ap TOP OF SLEEPER _ - : a oars, 
“ iz oc 25 aa at lq 
— “3 5 ~ 
TYPICAL END ELEVATION OF CLAMP SECTION X-X 


Details of clamp 


1 IN. TO FORM RAMP AND 
SET FLUSH WITH RAIL HEAD 


produce a tight flush-fitting joint. In 
addition, the bolt holes in rails and fish- 
plates are drilled through a jig to —_ 
accurate fitting, and turned bolts of 1} 
dia. are used in place of the { in. bolts 
employed in the standard joint. By these 
means a joint is secured which is as nearly 
rigid as possible. With the two rail-ends 
butted up to each other, batter is reduced 
to a minmum, and the exact fitting of all 
the components prevents undesirable 
movement under traffic. These joints are 
also being used experimentally for 60-ft. 
rails on sharp curves where, as previously 
mentioned, it is undesirable to instal the 
300-ft. rail. The rails are held in chairs 
fixed to the sleepers by coach screws and 
the B.S. joint chairs are mounted on 12-in. 
joint sleepers. 

The use of these machine- finished rail 
joints amounts to laying what is virtually 
a continuous rail. It has been found in 
practice with long welded rails that the 
expansion of a 300-ft. rail is no more than 
twice that of a 60-ft. length, as the. ten- 
dency to expansion and contraction 
through variations of temperature is dis- 
tributed and resisted by the greater num- 
ber of sleepers, taking the form of com- 
pressive and tensile stresses within the 
rail. Nevertheless, expansion cannot b+ 











June 27, 1947 THE RAILWAY GAZETTE 681 

































mil 
ft rl 


BOP Sh ER? - 
4 “say, 
mies tsetse 

& 


— ee i : 
ee Pegg he 


Conductor-rail air gap with fabricated ramp welded on end of rails 


ignored either with long continuous welded 
rails or with machine-finished rail joints. 
As a safeguard against exceptional ranges 
of temperatures, and in order to allow rails 
to be unkeyed in the course of normal 
maintenance and renewals (should such 
operation take place.in a temperature sub- 
stantially different from that in which the 
rail was laid, unkeying would result in the 
buckling of the rail), expansion switches 
have been introduced every half-mile. 

These switches, as the name implies, con- 
sist of rail-ends joined in the form of a 
stock rail, and a switch rail mounted on 
slide chairs, and held together by specially- 
designed clips; this arrangement permits 
relative longitudinal movement in the two 
rails of uv to 6 in. In addition to facili- 
tating the removal of rails as above des- 
cribed, the expansion switches allow the 
track, by re-keying in spring and autumn. 
to accommodate itself to a proportion of 
the total annual temperature variation, 
thus reducing the rail stresses. 

The conductor rails, which are of 150- 
lb. flat-bottom section, supported on porce- 
lain insulators, are laid in 300-ft. welded 
lengths, and are site-welded into lengths 
not exceeding ! mile. The rails are 
anchored to the sleepers enly at the mid- 
position of the half-mile lengths and other- 
wise can slide on their insulators; at these 
W DIA STEEL BOLT DOTTED LINES SHOW FULL TION midway anchorages about eight sleepers 
Witt COLLET NU O18 FS Rl, FISHPLATE BEFORE PL LANNG 18 ‘ are linked by tie-rods to prevent movement 

| RUNNING : at these points and conductor-rail air gaps 
are introduced at the end of each half-mile 
length to allow for expansion and contrac- 
tion, the general arrangement of which is 
shown in one of the accompanying illus- 
trations. 

An interesting device adopted. by 
London Transport on this Western Exten- 
sion is the use of ramps welded on to the 

251885 BU READ RAL, WITS MACHINED ate ends of these conductor rails where the 

GLES 68's gap occurs. These ramps are fabricated 
, Pr out of inverted conductor rail, and are 
Machined joint components and assembly linked across the gap by flexible bonds. 
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RAILWAY 


PERSONAL 


L.M,S.R. CHIEF OFFICER FOR SCOTLAND 

The retirement is announced of Major 
M. S. Speir from the position of Chief 
Officer for Scotland, L.M.S.R. Mr. T. H. 
Moffat, Secretary to Scottish Committee 
& Assistant to Chief Officer for Scot- 
land. has been appointed Acting Chief 
Officer for Scotland & Secretary of the 
Scottish Committee, at Glasgow. 





L.N.E.R, ACTING CHIEF 
LEGAL ADVISER 

The L.N.E.R. announces that 
Mr. E. Coleby, Chief Assistant 
Solicitor, has been appointed 
Acting Chief Legal Adviser and 
Solicitor (England), in succes- 
sion to Mr. Miles Beevor, 
appointed Acting Chief Genera! 
Manager. 


We regret to record the 
death on June 18, at the age 
of 82, of Mr. George James 
Wardle, C.H., Labour M.P. for 
Stockport from 1906-20, who 
was Editor of The Railway 
Review from 1898-1919. 








We regret to record the death 
on April 8 of Dr. Robert 
Arthur Heatley, lately Chief 
Medical Officer, Bombay, Bar- 
oda & Central India Railway. 





Mr. G. F. French is retiring 
from the position of Managing 
Director of Maidstone & Dis- 
trict Motor Services Limited. 
Mr. P. E. R. Graefe, Secretary 
& Commercial Manager, is 
appointed General Manager. 

L.N.E.R. APPOINTMENTS 

Mr. R. B. Temple, District 
Goods Manager, Leeds, to be 
District Goods Manager, Shef- 
field, in succession to Mr. D. 
M. Gracie, who has retired. 

Mr. R. Reynolds, formerly 
Chief Clerk, Central Account- 
ing Office, Peterborough, to be 
Revenue Accountant (Coal & 
Coke). 

Mr. A. Watt, Chief Assistant 
to Electrical Engineer, New- 
czs‘le, to be Electrical Engineer. 
Newcastle, in succession to 
Green, who has retired. 

Mr. W. S. Dawson, Assistant to Marine 
Superintendent Engineer, to be Marine 
Superintendent Engineer, Harwich Services. 

Mr. C. Birch, Traffic Control Officer, 
Central Traffic Office, Marylebone, to be 
Trains Assistant to Suoverintendent & 
Locomotive Running Superintendent, Sco:- 
tish Area. 


Mr. H. W. 


Mr. G. Reeves, Revenue Accountant 
(Coaching), retires on July 12, in conse- 
quence of which the undermentioned 


appointments in the Chief Accountant's 
Department have been made :— 

Mr. J. T. Drinkwater, City Manager's 
Accountant & Head of Chief Accountant's 
Revenue Section, to be Revenue Accoun- 
tant (Coaching). 

Mr. A. E. Astling, Chief Clerk, London 
Goods Accounts Office, to be City Mana- 
ger’s Accountant. 

Mr. R. T. Jackson, Head of General 
Section, Chief Accountant's Office, to be 
Assistant to Chief Accountant (Revenue 
& General). 


THE RAILWAY GAZETTE 


Major Malcolm Scott Speir, M.C., 
whose retirement from the position of 
Chief Officer for Scotland, L.M.S.R., is 
announced, entered the service of the Mid- 
land Railway in 1905. After serving in the 
Traffic Department, where he became a 
Headquarters Inspector, he went to 
America in 1909 to study railway methods 
there. He returned in 1910, and joined the 
Caledonian Railway as Assistant Outdoor 
Mineral Superintendent, becoming Out- 





Major Malcolm S. Speir 
Chief Officer for Scotland, L.M.S.R., 


1941-47 


door Assistant General Superintendent in 
1912. He enlisted in 1914, and served 
throughout the first world war with the 
Royal Engineers. On three occasions he 
was mentioned in dispatches, and he was 
awarded the Military Cross for gallantry 
on the western front. Major Speir re- 
turned to the Caledonian Railway in 1919, 
and on the formation of the L.M.S.R. 
in 1923 was made Assistant to the General 
Superintendent for the Northern Division. 


In August, 1924. he was appointed Assis- 
tant General Superintendent, Northern 
Division. He became Manager & Secre- 


tary of the Northern Counties Committee, 
L.M.S.R.. in 1931, and in Aopril, 1941, was 
appointed Chief Officer for Scotland. 





E. W. Ganderton has been ap- 
of Stephenson 


Mr. 
pointed Vice-Chairman 
Clarke Limited. 

Mr. G. C. Trowbridge has been ap- 
pointed Managing I irector of A. C. Wick- 
man Limited, in succession to Mr. A. C. 
Wickman, who remains Chairman. 


at Leadenhall Street Office, 


683 


NEWS SECTION 


CANADIAN NATIONAL RAILWAYS 

The Canadian National Railways have 
resumed their representation in Belgium, 
having opened their own office at 9, Quai 
aux Charbons, Antwerp; Mr. William 
Taylor, who has been Acting City Agent 
London, has 
been appointed General Agent, with super- 
vision of freight, passenger and express 
traffic from Belgium, Holland, Switzerland 
and Czechoslovakia. 





The appointment is an- 
nounced also of Mr. H. V. O. 
Hughes as District Passenger 
Agent. Liverpool, succeeding 
Mr. H. V. Caldwell, who has 
retired. 

Mr. L. F.  Rowlandson 


(Master of the British Railways 
Officers’ Guild, and formerly 
Superintendent of Organisation 
& Staff, Chief Commercial & 
Chief Operating Managers’ De- 
partments, L.M.S.R.) is to be 
Chairman of the executive 
council appointed by the Mini- 
stry of Health to operate the 
National Heaith Service Act in 
Southport when that Act comes 
into force. 

Mr. C. S. Gill has been re- 
elected President of the Tees- 
Side Chamber of Commerce. 
Mr. Gill is Chairman of the 
British Steel Founders’ Associa- 
tion. 





Lt.-Colonel S. C. Guillan has 
been appointed Secretary of the 
Institute of Metals and Editor 
of its publications. 





Mr. W. Manson has been 
elected President of the Quebec 
Central Railway Company and 
the Quebec Central Transporta- 
tion Company. Mr. Carl 
Niderost has been appointed 
Secretary of both those com- 
panies. 





An Order-in-Council has 
been made setting up the Air 
Transport Advisory Council, of 
which Lord Terrington has 
been appointed Chairman; the 
members are Colonel Sir 
Donald Banks, Mr. John Ure Primrose, 
Air-Commodore W. L. Runciman, and Mr. 
Gilbert S. Szlumper. 


Mr. Kenneth John Cook, O.B.E., 
M.I.Mech.E., M.I.Loco.E., Locomotive 
Works Manager, Swindon, Great Western 
Railway, who, as recorded in our June 20 
issue, has been appointed Works 
Assistant to Chief Mechanical Engineer, 
entered Swindon works in 1912 as a 
premium apprentice. During the war of 
1914-18 he served with the Mechanical 
Transport Branch of the A.S.C, in France, 
1915-16, and with the B.S.F., 1916-19. In 
1920 Mr. Cook entered the drawing office 
at Swindon, where a part of his time was 
spent on experimental and locomotive 
running work. He was appointed Tech- 
nical Inspector in the locomotive works in 
1922. and Assistant to the Works Manager 
in 1923. He was appointed Assistani 
Works Manager in 1932, and Locomotive 
Works Manager in 1937. During the 
recent war he was A.R.P. Officer for the 
Swindon area of the G.W.R., and was also 
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Mr. 


K. J. Cook 


Appointed Works Assistant to Chief 
Mechaaical Engineer, G.W.R. 


responsible for a large contribution of 
naval, military, and aerial stores, jigs, 
tools, and so on, of many kinds, manufac- 
tured at Swindon and other works. Mc. 
Cook is a Member of Council of the 
Institution ‘of Locomotive Engineers. He 
was made an O.B.E. in the King’s Birthday 
Honours, 1946. 

Mr. H. Randle, Carriage & Wagon 
Works Manager, Swindon, Great Western 
Railway, who, as recorded in our June 20 
issue, has been appointed Locomotive 
Works Manager, Swindon, served his 
apprenticeship in the locomotive works at 
Swindon, and, after a period in the draw- 
ing office, was appointed in 1927 to the 
carriage and wagon works as Assistant to 


the Works Manager. In 1937 he was 
transferred to the locomotive works as 
Assistant Works Manager. Mr. Randle 


served for a period in the R.N.A.S. and 
R.A.F. in the 1914-18 war in Italy and 
Albania. In 1939 he formed and com- 
manded the Sth A.A. Workshop Com- 
pany, R.A.O.C. (T.A.). In 1941 he was 
released from the Army at the request of 
the G.W.R. and resumed as Assistant 
Locomotive Works Manager. He was 
appointed Carriage & Wagon Works 
Manager, Swindon, in April, 1946. 


Mr <. T. Roberts, 
A.M.I.Mech.E., Assistant to Carriage & 
Wagon Works Manager. Swindon, Great 
Western Railway, who, as recorded in our 
June 20 issue, has been appointed Carriage 
& Wagon Works Manager, Swindon, en- 
tered the company’s service at Swindon as 
a premium apprentice in the locomotive 
works in 1923. After passing through the 
various shops he was transferred to the 
drawing office in 1928, and in 1937 became 
Assistant to the Carriage & Wagon Works 
Manager. In August. 1939. Mr. Roberts 
was called up with the Territorial Army, 
but was released in 1941 at the request of 
the G.W.R. to return to the carriage and 
wagon works. 





B.Sc. (Eng.), 





Mr. Norman Biles has been appointed 
Publicity & Advertising Manager of C.A.V. 
Limited. Mr. C. E. Parnall, who has been 
carrying on the C.A.V. publicity work until 
recently, now takes charge of the Technical 
Publications Department. 


Mr. H. Randle 


Appointed Locomotive a Manager, 
Swindon, G.W.R. 


L.M.S.R. APPOINTMENTS 

Mr. J. Briggs, Assistant Engineer, Wat- 
ford H.Q., to be Assistant Chief Engineer, 
Watford H.Q. 

Mr. S. O. Cotton, Assistant Engineer 
(Structures), Watford H.Q., to be Engineer 
(Structures), Watford H.Q. 

Mr. H. B. Everard, Assistant Engineer 
(Permanent Way), Watford H.Q., to be 
Engineer (Permanent Way), Watford H.Q. 

Mr. R. L. MclIlmoyle, Senior Assistant 
(Structures), Watford H.Q., to be Assistant 
Engineer (Structures), Watford H,Q. 


Mr. I. R. Frazer, Divisional Engineer, 
Glasgow, to be Engineer (Scotland), 
Glasgow. 

Mr. C. Scott, New Works Assistant to 


Divisional Engineer, Glasgow, to be Assis- 
tant to Engineer (Scotland), Glasgow. 

Mr. J. Elliott, District Engineer, Walsall, 
to be Assistant Engineer (Permanent Way), 
Watford H.Q. 

Mr. W. A. Robertson, District Engineer, 
Lancaster, to be District Engineer, Walsall. 

Mr. W. H. Best, Senior Assistant (Per- 
manent Way), Watford H.Q., to be District 
Engineer, Lancaster. 

Mr. H. G. N. Read, General Assistant to 
Chief Commercial Manager, Watford H.Q., 
to be Assistant Chief Commercial Manager 
(General), Watford H.Q. 

Mr. R. Paterson, District Goods Manager, 
Bolton, to be Mineral Manager, Chief 
Commercial Manager’s Office, Watford 
H 


Mr. J. E. Rigby, Assistant District Goods 
Manager, Manchester, to be District Goods 
Manager, Bolton. 

Mr. T. E. Jackson, Assistant District 
Goods Manager, Bolton, to be Assistant 
District Goods Manager, Manchester. 

Mr. A. Higham, Assistant to District 
Goods Manager, Warrington, to be Assis- 
tant District Goods Manager, Bolton. 

Mr. J. Hanmer, Goods Agent, Soho, to 
be Assistant to District Goods Manager, 
Warrington. 

Mr. J. L. Evans, Chief Transit & Station 
Working Clerk, District Goods Manager’s 
Office, Wolverhampton, to be Goods 
Agent, Soho. 

Mr. R. Bagwell, District Passenger Man- 
ager, London, to be Assistant Chief 
Commercial Manager (Passenger), Watford 
H 


. 
Mr. W. N. Roberts, Assistant to Chief 


Mr. C. T. Roberts 


Appointed Carriage & “YP . Works 
S 


Manager, 
windon, G 


Commercial Manager (Trade Advertising), 
Watford H.Q., to be District Passenger 
Manager, London. 

Mr. F. D. Y. Faulkner, Assistant for 
Advertising (Finance and _ Purchasing), 
Chief Commercial Manager’s Office, Eus- 
ton, to be Assistant to Chief Commercial 
Manager (Trade Advertising), Watford 


Mr. S. Scarisbrick, Deputy Assistant to 
Chief Commercial Manager & Chief 
Operating Manager (New Works, Accom- 
modation & Private Sidings), Watford H.Q.., 
to be Assistant to Chief Commercial Man- 
ager & Chief Operating Manager (New 
Works, Accommodation & Private Sidings), 
Watford H.Q. 

Mr. A. P. Hunter, Assistant Divisional 
Operating Manager, Crewe, to be Divi- 
sional Operating Manager, Derby, from 
October 1, on the forthcoming retirement 
of Mr. C. Phizackerley. 

Mr. W. B. Shelton, District Operating 
Manager, London (Western), to succeed 
Mr. A. P. Hunter as Assistant Divisional 
— Manager, Crewe. 

Mr. L. W. Cox, District Operating Man- 
ager, Liverpool, to be District Operating 
Manager, London (Western). 

Mr. P. J. Fisher, District Operating 
Manager, Rugby, to be District Operating 
Manager, Liverpool. 

Mr. M. Saunders, Assistant District 
Operating Manager, Rugby, to be District 
Operating Manager, Rugby. 

Mr. J. C. Rogers, Assistant District 
Traffic Manager (Traffic Operating), 
Chester, to be Assistant District Operating 
Manager, Rugby. 

Mr. S. P. W. Corbett, Assistant to District 
Operating Manager, Crewe, to be Assistant 
District Traffic Manager (Traffic Operat- 
ing), Chester. 

Mr. J. Pollard to be Assistant to District 
Operating Manager, Crewe. 

Mr. R. E. Hirtes, District Veterinary 
Surgeon & Horse Superintendent, Bir- 
mingham, to be District Veterinary Sur- 
geon & Horse Superintendent, Derby. 

Mr. R. de Bruyn, Assistant District 
Horse Superintendent, Derby, to be Assis- 
tant District Veterinary Surgeon & Horse 
Superintendent. Manchester. 

Mr. L. Harris, District Permanent Way 
Inspector, Southend, to be Chief Perma- 


nent Way Inspector, Northampton. 
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We regret to record the death on June 
22 of Sir Henry Chapman, C.B.E., who 
was General Manager of the Rhodesia 
Railways from 1930-38, and subsequently 
Director & Technical Adviser in London. 
From 1940-45 he undertook special duty 
as Resident Director in Rhodesia. At the 
time of his death he was also a Director 
of the Beira Railway Co. Ltd., Trans- 
Zambesia Railway Co. Ltd., Leopoidina 
Railway Co. Ltd., Central Uruguay Rail- 
way Co. of Monte Video Ltd., and other 
companies. 





SOUTHERN RAILWAY STAFF CHANGES 
Traffic Manager's Office 

Mr. S. Barter, Assistant for New Works 
& Rules & Regulations, retires. 

Mr. A. C. Bushell to be New Works 
Assistant. 

Mr. J. 
retires. 

Mr. W. C. Collins to be Indoor Assis- 
tant. 

Mr. H. C. Walter to be 
Traffic Manager. 

Office of Superintendent of Operation 

Mr. H. G. Snell, Assistant for Train 
Services, retires. 

Mr. C. S. Cobley, Assistant to Super- 
intendent of Operation, retires. 

Mr. P. A. White to be Assistant to Super- 
intendent of Operation. 

Mr. C. S. Piper to be Assistant for Rules 
& Regulations. 


Divisional Offices 


L. Rendall, Indoor Assistant, 


Assistant to 


Mr. J. C. Dann, Assistant Divisional 
Superintendent, London East Division, 
retires. 


Mr. N. L. Collins to be Assistant Divi- 
sional Superintendent. London East 
Division. 

Mr. H. E. Barber to be Assistant Divi- 
sional Superintendent, Southern Division. 

Mr. C. Williams to be Assistant Divi- 
sional Superintendent, Western Division. 

Mr. G. J. Anderson to be Assistant Divi- 
sional Superintendent, London Central 
Division. 

Mr. R. McPherson to be Assistant to 
Divisional Superintendent, London Central 
Division. 

The following notifications have ap- 
peared recently in The London Gazette 
under the heading of Supplementary 
Reserve of Officers: Corps of Royal Engi- 
neers:— 

Major (War Substantive Lt.-Colonel) N. 
McK. Jesper, having attained the age 
limit for liability to recall, relinquishes 
his commission, May 24, 1947, and is 
granted the honorary rank of Colonel. 
Colonel Jesper is Chief of Police (Southern 
Area), L.N.E.R. 

Majors G. S. Bellamy and K. L. Yorath, 
having attained the age limit of liability 
to recall to service, relinquish their com- 
missions, May 24, 1947, and are granted 
the honorary rank of Lt.-Colonel. Colonel 
Bellamy is Mechanical & Electrical Engi- 
neer (Scotland), L.M.S.R., and Colonel 
Yorath is on the staff of the Divisional 
Engineer, Bristol, G.W.R. 

Lt.-Colonel & Brevet-Colonel W. E. 
Blakey, having attained the age limit 
for liability to recall. relinquishes his com- 
mission, May 21, 1947, and is granted the 


honorary rank of Brigadier. Brigadier 
Blakey is London City Manager, 
L.N.E.R. 

Lt.-Colonel A. B. Chester, having 


attained the age limit of liability to recall, 
relinquishes his commission, May 21, 
1947, and is granted the honorary rank of 
Colonel. Colonel Chester is New Works 
Engineer, Southern Railway. 
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INDIAN RAILWAY STAFF CHANGES 


Mr. S. N. Gupta, Officiating Commercial 
Traffic Manager, B.N.R., returned from 
leave and resumed his duties as from 
February 1. 

Mr. C. A. Crawford, Chief Commercial 
Manager, E.I.R., has been granted 18 
months’ leave preparatory to retirement as 
from February 24. 

Mr. C. W. Clarke has been appointed 
to officiate as Chief Mechanical Engineer, 
G.1.P.R., as from December 19 last. 
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Mr. A. C. Chatterjee has been ap- 
pointed to officiate as Chief Operating 
Superintendent, N.W.R., as from Janu- 
ary 21. 





Mr. C. Dickie, who has retired from the 
position of Assistant to the District Engi- 
neer, Edinburgh, L.M.S.R., after 48 years 
service, received his training in that city, 
where he is well known in engineering 
circles. He joined the Caledonian Rail- 
way in 1899, and was appointed Assistant 
in 1923. 








Railway Wage Claim Hearing 


Last week, we gave a report of the pro- 
ceedings during the first two public ses- 
sions—June 14 and June 16—of the Court 
of Inquiry set up by the Minister of 
Labour to hear applications by the railway 
trade union for a reduction in working 
hours and a general increase in wages of 
£1 per week. p 

We concluded our report with a brief 
reference to the proceedings on June 17, 
when Sir William Wood, President of the 
Executive Committee, L.M.S.R., submitted 
evidence of the deterioration of the finan- 
cial position of the railway companies 
since 1946, and produced the following 
statement showing the division of receipts 
over a period of years:-— 


be self-supporting if it was to be efficient 
and have scope for development. Its costs. 
including interest on capital, must, there- 
fore, be covered by its receipts, assuming 
that it was operated efficiently, and there 
had been no question about that up to the 
present. 

Users of transport shouid pay an 
economic price for services. The level of 
railway costs could not be ignored in 
considering what was an economic price 
for the service rendered, and labour costs, 
with which the Court of Inquiry was con- 
cerned, constituted the major item of rail- 
way expenditure. 

The general level of railway charges. 
under the Railways Act of 1921 (Sections 





Net 
Receipts Materials, etc. Salares and wages Net revenue revenue 
accruing 
Millions | Standard-| Millions | Standard-| Millions | Standard-| Millions | Standard- Millions 
Year £ ised £ ised | £ ised £ ised £ 
1937... 190-4 100 50:5 26 102-0 54 37-9 20 — 
1938... 182-5 | 100 50-5 28 103-0 56 29-0 16 —e 
1940... 241-2 100 75-7 32 119-0 49 46°5 19 38-6 
1941... 283-7 | 100 83-8 30 131-0 46 68-9 24 39-8 
1942... 328-0 100 94-7 29 145-0 44 3 27 40-1 
1943... 364-7 | 100 100-1 28 161-0 44 103-6 28 40-3 
1944... 381-3 100 117-1 31 173-0 45 91-2 24 40-4 
1945.. ws} 367-4 100 123-0 33 182-0 50 62-4 17 41-2 
1946... «| 341-6 100 111-8 33 198-0 58 31-8 | 9 41-7 


Sir William Wood said that, as a rail- 
way sold a service which required a large 
capital outlay, had an annual expenditure 
of a practically constant nature, and had 
further expenditure which could not be 
varied as rapidly as the traffic volume, the 
net revenue rose or fell much more rapidly 
than the rise or fall in traffic volume. This 
was the main reason for the vast rise in 
control net revenue account during the 
war, and its great decline since. 


FINANCIAL POSITION OF RAILWAYS 
Figures in regard to prices of materials. 
etc., were given, and the financial position 
of the four main-line railways could be 
summed up as follows:— 


(1) The growth of traffic carried in the 
war years reached its peak in 1944, and the 
increase had since largely disappeared; never- 
theless, it was anticipated that in 1947 there 
would still be an overall increase of 77 per 
cent. in receipts compared with 1938, which, 
adjusted for increased charges, represented an 
increase of 39 per cent. 

(2) Expenditure, however, which also rose 
steeply in the war years, had continued to 
increase since, and it was estimated that for 
1947 it would be at the level of about 100 
per cent. above 1938. This increase reflected 
a rise of 95 per cent. in the salaries and wages 
bill. 

(3) The net revenue position was unsound, 
and it was estimated that in 1947 it would be 
reduced to £9 millions, compared with £29 
millions in 1938, and £32 millions in 1946. 


Dealing with the economic effects, Sir 


William Wood said that the railway indus- 
try. like any other essential industry, must 


58 and 59), had to be settled by the Rail- 
way Rates Tribunal in relation to the net 
revenues of the three preceding years. 
This power, however, had been suspended 
under the Defence Regulations, and the 
Minister directed any adjustment in 
charges which he considered appropriate. 

The charges now in force included the 
following increases since 1939:— 





| Increase over pre-war level 
operative from— 


May |, Dec. I, July |, 





1940 1940 1946 
(per | (per | (per 
cent.) cent.) | cent.) 
Passenger train traffic : } } 
Ordinary passengers | 10 16g | 334 
Season tickets ead 10 10 25 
Workmen’stickets | 10 10 25 
Parcels and other 
merchandise ot 10 16% | 334 
Goods train traffic... 10 |} 6g | 25 


To increase the estimated net revenue 
of £9 millions, including non-controlled 
items, for 1947 by £16 millions to £25 
millions would increase the level of charges 
over pre-war from 28 to 35 per cent.; £21 
to £30 millions, 28 to 37; £26 to £35 
millions, 28 to 39; £31 to £40 millions, 
28 to 41 ver cent. 

These figures only indirectly concerned 
the present application, as they merely re- 
lated to the present deficiency. 

Additional costs due to new factors, 
whether higher rates of wages or rates per 
hour, similarly would increase charges 
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over the 1939 level by three points for 
each £7 millions; for example, to secure a 
net revenue of £40 millions as above and 
meet additional annual costs of £7 millions, 
would increase the level of charges over 
pre-war from 28 to 44 per cent.; £14 
millions, 28 to 47; £21 millions, 28 to 50: 
£28 millions, 28 to 53; £35 millions, 28 
to 56; £42 millions, 28 to 59; £49 millions, 
28 to 62; £56 millions, 28 to 65; £63 
millions, 28 to 68; £70 millions, 28 to 71; 
£77 millions, 28 to 74; and £84 millions, 
28 to 77 per cent. 

These figures ignored the possibility 
that, even under the proposals now before 
Parliament in the Transport Bill, the in- 
creased charges would not be fully effec- 
tive. Some loss in passenger traffic must 
be anticipated from the greater use of 
private cars and passenger road services, 
and there would also be a decline in freight 
traffic owing to the diversion of traffic to 
road transport. 

The railways were greatly handicapped 
before the war by the fact that they had a 
scheme of charges, settled on specific lines 
by Parliament and in detail by the Rail- 
way Rates Tribunal, which had been seri- 
ously disturbed by the lack of any like 
scheme for conveyance of both passenge1 
and freight traffic by other means of trans- 

rt. 

The Bill before Parliament swept away 
all this mass of legislation, with roots 
going back in railway law for 144 years. 
What would be substituted for the present 
system of charges was not known, but the 
intention of the Bill was to make the 
combined undertaking self-supporting, one 
year with another. 

Mr. Jack Benstead, N.U.R., asked if Mr. 
Adams Clarke would agree that between 
1929 and 1933 some 76,000 personnel were 
discharged and not replaced in the railway 
service. Would the railway companies not 
confirm that at a meeting with the Minis- 
ter of Labour in May this year, when the 
railway unions were asked to accept Polish 
labour in the railways. there were 20.000 
unfilled vacancies? 
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Mr. Adams Clarke, replying, agreed that 
at the meeting with the Minister of Labour 
the railway representative had stated that 
there were 20,000 vacancies to be filled. 
The deficiency of 76,000 between the num- 
ber of staff employed in 1929 compared 
with 1933 related to the whole of the rail- 
ways of Great Britain. It did not repre- 
sent staff discharges, but was due to nor- 
mal wastage, resignations, retirements, and 
reduction in recruitment. 

RAIL Costs EXPLAINED 

When the Court of Inquiry met again 
on the following day, June 18, Mr. C. N. 
Gallie, Railway Clerks’ Association, asked 
if the Court would consider the desirability 
of correcting reports on the cost of imple- 
menting the claims, which had been given 
as £150,000,000. The figures of £90,000.000 
and £60,000,000 were intended as alterna- 
tive figures. 

Mr. C. W. Guillebaud, Chairman, agreed 
that at the time he had thought the figures 
were accumulative, as the way in which 
they were given in the transcript was not 
very clear. 

Mr. Adams Clarke, who earlier had 
given evidence: on behalf of the railway 
companies, said that, to give full effect to 
the claims on a basis of a 35-hour week 
for salaried staff and a 40-hour week for 
other staffs, would add nearly £90,000,000 
to the salaries and wages bill. A 44-hour 
week would add some £60.000,000. 

When the union representatives com- 
mented on the companies case, Mr. Jack 
Benstead said that his union was prepared 
by agreement with the companies to accept 
a degree of Polish labour where it was 
impossible to get British labour, but at the 
same time his executive gave it with 
repugnance, since they did not want to 


fill their ranks with these unfortunate 
people because wages paid were not 
enough to attract British labour. The 


citation of statistics would not conciliate 
railwaymen on the “bread and butter” 
issues which led to their claims. 

From 1940 to 1946 a sum of 
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£186,000,000 had accrued to the Treasury 
over the rental of £43,000,000 guaranteed 
under the control agreement. That had 
been earned in circumstances dangerous 
in character. It had gone to relieve thé 
general taxpayer, and, consequently, it was 
the community at large that received that 
benefit. 

The case for the 44-hour week was so 
strong that he could not see how in any 
circumstances this concession could reason- 
ably be witheld, bearing in mind that every 
other engineering department outside th: 
railways had conceded it at the start of 
the year. 

Mr. C. N. Gallie said it had been 
stated that there would have to be 
an increase of 70 per cent. in the rates 
of coal and general merchandise above the 
pre-war level in order to meet the home 
programme. Rates were so low, however, 
that the increases for foods consumed in 
every household in the country would not 
seriously inflate prices. 

It had been said that the price of coal 
would have to be raised by 3d. a cwt. 
He would be surprised if the people ex- 
pressed any resentment at having to pay 
that much more if it was the only way 
railwaymen were to be adequately re- 
munerated. 

Closing the public sessions, Mr. C. W. 
Guillebaud expresed his satisfaction at the 
care with which both the unions and the 
railway companies had_ prepared their 
submissions. 

INTERNATIONAL UNION OF RAILWAYS. 
A meeting of the Special Committee 
(Exchange of Information) of the Inter- 
national Union of Railways was held in 
Stockholm from June 3 to 13. In addi- 
tion to members of the I.U.R. Secretariat, 
the meeting was attended by delegates 
from Austria, Belgium, Czechoslovakia, 
Denmark, Finland, France, Germany, 
Great Britain, Greece, Hungary, Italy, 
Luxemburg, the Netherlands, Norway, 
Poland, Portugal, Spain, Sweden, Switzer- 
land, and Turkey. 


International Union of Railways Meeting in Stockholm 


ou aed 
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A sitting of the special committee, showing (left to right) : 


MM. G. 


Harrand and R. Balizeaux (U.I.C. Secretariat) ; 


MM. J. Bréchot and R. Dugas (France) ; 
Messrs. C. E. R. Sherrington and 


H. P. B. Betlem (Great Britain); Mr. M. Bjorkman, Miss Britt Johansson, Mr. N. Mard (Sweden) 
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THE RAILWAY GAZETTE 


The Transport Bill in the House of Lords 


Control of railway rates : 


Opposition appeal for 


increased compensation for trustee stockholders 


On Thursday, June 19, the House of 
Lords again went into committee on the 
Transport Bill, and a Government amend- 
ment to increase the payment of compen- 
sation in cash was accepted. This amend- 
ment provides that £2,000 in cash may be 
paid on the claimant giving notice pro- 
vided the total amount payable to him 
does not exceed £20,000. 

An Opposition amendment to allow cer- 
tain exempted vehicles, such as furniture 
vans and milk lorries, to carry goods on 
their return journeys to Operating centres, 
was rejected by the Lord Chancellor. He 
said that the conception behind the Bill 
was not merely that the Government was 
setting up a Commission equal among 
equals. The Commission, putting it 
broadly, was to have a monopoly of long- 
distance transport. 

Lord Swinton: “ Now we really see ex- 
actly what this Bill 1s. I was told I was 
harsh when I said that the Government was 
seeking, not a fair chance, but an exclu- 
sive monopoly. I have never heard such 
an unfair case. Why should these decent 
people be pilloried? ” 

In withdrawing the amendment, he ap- 
pealed to the Government to consider it, 
and reserved the right to bring it up again 
on the Report stage. 

JURISDICTION OF LOCAL AUTHORITIES 

Lord Swinton moved an amendment to 
apply Section 1 of the Road & Rail Traffic 
Act, 1933, to the Commission, making it 
necessary for the Commission to have to 
apply for licences to operate certain 
vehicles and observe other running regula- 
tions. He said that this would have the 
effect of retaining those local authorities 
with jurisdiction over the licensing of pas- 
senger and goods traffic. 

The Lord Chancellor said that the 
amendment was “quite impossible” as 
Parliament was going to entrust the duty 
of providing an efficient transport service 
to the Commission. For the Commission 
to have to go round to a licensing body for 
permission to do this and that would be 
inconsistent. 

Lord Swinton said that the Opposition 
would divide on the simple principle that 
if there were to be the two sets of people 
the Commission and the “A” and “B” 
licensees—they should operate on equal 
terms. The Bill as it stood gave administra- 
tive law for the State and common law for 
the operator. 

_The amendment was carried on a divi- 
sion by 70 votes to 19. 

Lord Swinton moved an amendment 
with the object of ensuring that indepen- 
dent operators could run charter buses for 
pleasure tours, and Lord Addison pointed 
out that contract carriages were not in- 
cluded in the Bill at ali, whereupon Lord 
Swinton withdrew his amendment. 

Lord Swinton moved another amend- 
ment to provide that, if the Commission 
wanted to change the administration of 
the ports and docks, it should invest that 
administration in trusts similar to those 
Operating on a non-profit basis today. 
The public interest would be served if the 
working medel of the port trusts which 
had served the country so well was 
adopted. 

Lord Leathers supported the amend- 
ment. It had been his life experience to 
be associated with docks and with ship- 
ping. During his 44 years in the Coalition 
Government he had found it was a very 
competent dock authority where a port 





trust was Operating. There were eight of 
these ports, which represented two-thirds 
of the tonnage of the country, and it would 
be a great error to interfere with a sys- 
tem that was working so well. 

Lord Teynham urged the Government to 
accept the amendment. It would allay the 
fears of the shipping community and 
would not interfere with the principles of 
the Bill. 

Lord Rea said that the amendment 
would put some check on the megalomania 
of the Government. It was of the greatest 
importance to the export and transit busi- 
ness, moreover, that great organisations 
like the Port of London Authority, the 
Mersey Dock & Harbour Board, and the 
Clyde Trust should be run predominantly 
by local men who knew all the circum- 
stances and not be subject to the quib- 
bling control which must ensue if deci- 
sions had to be given from Whitehall. 

Lord Rotherwick, supporting, said that 
centralisation of port administration would 
arrest development, and would be detri- 
mental to the efficient handling of ships 
and the distribution of cargo. It would be 
harmful to the country. 

The Duke of Montrose said that people 
in the Islands and the Western Highlands 
had come to realise that the upkeep of 
piers had got beyond the means of private 
individuals. They felt that piers and har- 
bour works should be handed over to some 
public authority. If the Government took 
over those which belonged to local autho- 
rities, it should pay compensation for loss 
of anticipated revenue, There should be 
transport to take passengers from the piers 
to their destination. 

Lord Addison, replying, said that there 
was no proposal to hand over this admini- 
stration to any stereotyped centralised, 
system. 

Lord Salisbury: “If there is to be no: 
alteration, why put it in the Bill? ” 

Lord Addison: “ You are compelling the 
Government to adopt one stereotyped sys- 
tem, and we refuse.” 

ROAD TRANSPORT FARES 

On Monday, June 23, Lord Swinton 
moved to insert a new clause to provide 
that fares charged by the Commission or 
any other person in respect of passenger 
road. services should be approved by the 
appropriate authority for public service 
vehicles, and this was carried against the 
Government without a division. 

Lord Swinton said the House had al- 
ready decided that the local licensing 
authorities should have the jurisdiction 
they had already possessed, both in regard 
to passenger road transport and goods 
road transport, and that they should have 
jurisdiction over both the Commission and 
the permitted providers of transport, but 
the Government wanted the Commission 
to be above the law. 

Lord Gifford, supporting, said that the 
new clause did not hamstring the Com- 
mission, but allowed fares to be settled 
locally by the Traffic Commissioners. 

Viscount Addison, Leader of the House, 
said the Government view was that a 
scheme embodied in an order approved by 
Parliament had the force of law, and the 
Government could not agree to any 
amendment which would have the effect 
of allowing that subsequently to be altered 
or reviewed by a road licensing authority. 

The new clause would go into the Bill, 
but the Government was not committed to 
it in any way if it was advised that it 
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transgressed the principle which he did his 
best to uphold. 

There was a series of amendments to 
clause 81, and Lord Addison said that the 
Government proposed to accept the last, 
which involved the deletion of the whole 
clause. This clause gave the Minister power 
to exempt the Commission from certain 
enactments relating to charges or to the 
avoidance of undue preference and similar 
matters. 

Viscount Simon said he was very glad 
to hear that this clause was going to be 
deleted. It meant the removal from the 
Bill of one of its major curiosities. 


RAISING OF RAILWAY RATES 


On clause 82, which enables the Minister 
to authorise the raising of railway rates at 
his own discretion to ensure sufficient 
revenue during the transitional period, 
Lord Swinton moved an amendment that, 
before making any regulations to that 
effect, the Minister should submit a draft 
to the Transport Tribunal. 

He said that as the Bill stood the Minis- 
ter had power to enforce on the railways 
and canals any charge the Minister pleased, 
and it was inconceivable that Parliament 
should give the Minister such power. He 
could treble the charge for carrying steel 
or double the charge for carrying coal, 
and the ground would be cut from under 
the feet of the Transport Commission. 

The Earl of Dudley supported the 
amendment, which he said was vital to 
all traders, particularly to those in the 
heavy industries. The period of transition 
was not defined and might last for several 
years before the charges scheme was pre- 
pared. 

Lord Walkden said that the Government 
could not accept the amendment. It might 
be a couple of years before the new scheme 
was settled. During that period, the Minis- 
ter, the Government, and Parliament had 
to see that services were so carried on that 
there would not be large losses which 
would have to be borne by the taxpayer. 

[Lord Simon said that there was no 
actual provision in the Bill as to when the 
transitional provisions would end, and the 
House of Commons had never had a single 
moment in which to consider the clause. 
If the Minister was put under pressure to 
increase railway rates, he had a simple 
way of doing it, and all he had to say was 
that the Government thought it necessary. 
The Minister had no power to reduce the 
charges, however, and it did not seem as 
though it had been anticipated by the 
Government that the measure would be 
so successful that the profits would enable 
them to reduce the charges. 

Lord Salisbury said that political pres- 
sure by some outside body might be put 
on the Minister to increase the rates. The 
clause might easily give rise to a dangerous 
situation. At least there should be a 
statutory duty for the Minister to ask the 
advice of the Tribunal before raising the 
charges. He appealed to the Government 
to reconsider the matter further in the hope 
of producing a satisfactory compromise 
before the Report stage. 

Lord Addison acquiesced and the amend- 
ment was withdrawn. 


ADDITIONAL COMPENSATION SUGGESTED 


Lord Balfour of Burleigh moved a clause 
to entitle every existing holder of railway 
stock whose present security if compul- 
sorily converted into British transport 
stock to receive in addition to the com- 
pensation provided by the Bill a 10-year 
annuity calculated on 1 per cent. of the 
nominal amount of the present compensa- 
tion. 

He said also that 


there was in this 
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measure a certain degree of hardship and 
injustice. 

He had no intention of pressing the 
matter to a division, but was appealing, 
particularly, on behalf of those whose 
income was dependent on trust funds, 
especially where trustees were bound by 
the strict trustees clause, and he hoped 
that the Minister would consult with the 
Chancellor of the Exchequer to see if some- 
thing was going to be done for the benefit 
of the unfortunate stockholders. 

Lord Swinton, supporting, made a plea 
for people who had a special claim. It 
was a modest plea to ask for a terminable 
annuity for ten years; was it too much to 
ask that people who believed they had an 
interminable annuity for an interminable 
period should have this? 

If the Government took the lists of share- 
holders of those irredeemable debentures 
and irredeemable and well-secured prefer- 
ence shares, it would find, first, those who 
had saved their money and were drawing 
to the close of their lives and wanted to 
put some away for their children, and, 


second, the great charitable institutions. 
the churches, and the colleges. 
Lord Nathan, replying, said that the 


Government was fully conscious of the fact 
that there were many persons who felt that 
their income was being unfairly diminished 
by the proposal. However, before the 
proposals were put into legislative form. 
the Chancellor of the Exchequer and other 
Ministers were aware that that argument 
might be used against fhem, and that they 
did not gratuitously seek the unpopularity 
which might arise. In spite of the un- 
popularity which might result, the Govern- 
ment took the course which seemed best 
in the interests of the people at large. 


RAILWAY REVENUE 

Lord Nathan said that the guarantee 
given by the Government under the control 
agreement was £38.000.000. and_ the 
revenue of the railway companies since 
the war had been about £40,000,000, and it 
was not unnatural that those who had been 
receiving that income, guaranteed as 
regards £38,000,000, should feel that that 
represented a permanent income of per- 
petual annuity. Any such idea was an ill- 
founded illusion. Indeed, the position now 
was that the revenue of the railway com- 
panies was far less than £36,000,000, 
which they averaged in the years 1935-37, 
and far less than the £223 millions on 
which the interest on the compensation 
was payable. 

Lord Portal interposed with the remark 
that on a reduction of revenue, in the 
ordinary course of events, the railways 
would have been allowed to put their 
rates up like other industries. 

Lord Nathan replied that the position 
at the moment was that, but for the Govern- 
ment guarantee, the revenue of the rail- 
ways would be between £8 and £10 
millions, and nearer £8 millions than £10 
millions, to which alone all the stock- 
holders in the railways would have to look 
for their income. The £223 millions was 
more than twice as much as the railways 
themselves were able to produce for their 
stockholders. 

It was, within limits, true that the rail- 
way companies could raise their rates and 
charges if they could be increased to a 
point that would cover increased costs, if 
the increased charges did not meet with a 
sales resistance, and if the range and 
volume of traffic were not only main- 
tained but vastly increased. Unless those 
conditions were fulfilled, there was nothing 
to be hoped for from an increase in rates. 
It looked as if this income, reduced 
though it would be below what it had 
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been under the guarantee, would be a 
great deal more than stockholders could 
be expected to receive if they were left to 
look to the rates and revenues of the 
railways alone. 

Lord Salisbury said that, almost to a 
man, the stockholders would have pre- 
ferred not to have had the Government 
compensation, but to have been left in the 
position they were originally. He appealed 
to the Government to try to do something 
for these people, saying that his party 
would not try to make capital out of it. 

Lord Balfour Tepes ited his plea to the 
Government to “ temper the wind to the 
shorn lamb,” and then withdrew the pro- 
posed new clause. 


International Railway Congress 
at Lucerne 


The 14th session of the International 
Railway Congress Association opened at 
Lucerne on June 23. It is being attended 
by delegates from the governments of the 
following countries: —Belgium, China, 
Czechoslovakia, Denmark, France and 
Colonies, Great Britain and India, Hungary, 
Italy, Jugoslavia, Luxembourg, Norway, the 


Netherlands, Poland, Portugal, Spain, 
Sweden, and Switzerland. 
Delegates are attending from railway 


administrations in the following countries : 
Argentina, Austria, Belgium, Bulgaria, 
Burma, Ceylon, China, Czechoslovakia, 
Denmark, Egypt, Finland, France and 
Colonies, Great Britain, Greece, Hungary, 
India, Iraq, Italy, Luxembourg, the Nether- 
lands, New Zealand, Norway, Poland, Por- 
tugal, South Africa, Sudan, Sweden, Swit- 
zerland, Turkey, and the United States. 

It appears from the printed list of dele- 
gates that the total number attending the 
congress is approximately 500. A list of 
questions under discussion, and of the re- 
porters, was published in our issue of 
April 25. Their reports were summarised 
in our June 13 issue. 

Monday, June 23, was occupied by for- 
mal business, and, in the afternoon by a 
reception of the delegates by the Permanent 
Commission. The inaugural meeting took 
place on the morning of June 24. On 
Wednesday and Thursday last, meetings of 
the sections to discuss the reports were held 
in the morning, and the afternoons were 
occupied by excursions and visits of tech- 
nical interest. A plenary meeting is being 
held to-day, June 27, and the congress will 
conclude with a plenary and closing meet- 
ing to-morrow, June 28. 


SPECIAL EXCURSIONS 


After the congress, beginning on June 29, 
a programme of special excursions lasting 
several days has been arranged. Mem- 
bers will have an opportunity of visiting 
the Tessin and the Grisons (four days); 
Zermatt, the Gornergrat and the L6tsch- 
berg (three days); the Bernese Oberland, 
and the Lake of Geneva (four days); 
Eastern Switzerland (four days); the Jura 
Lakes, and the Gruyére country (three 
days); or the Susten, Grimsel, and Furka 
Passes. 

Among the industrial organisations to be 
visited during the period of the congress 
proper, from June 23 to June 28, are the 
Swiss Locomotive & Machine Works 
(S.L.M.); Brown-Boveri & Co. Ltd.; the 
Oerlikon Machine Works, and Sulzer Bros. 
Ltd. Other factories are included in the 
itineries of the excursions at the close of 
the congress, including the Sécheron 
Machine Works at Geneva, and the Saurer 
factory at Arbon. 
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British Electric Traction 
Co. Ltd. 


The ordinary general meeting of the 
British Electric Traction Co. Ltd, was held 
in London on June 20, Mr. H. C. Drayton, 
Chairman of the company, presiding. 

The Chairman, in moving the adoption of 
the report and accounts, said that the gross 
revenue for the year to March 31, 1947, was 
£823,000, and constituted a record in the 
history of the company. The net profit was 
£366,000, against £337,000, and the directors 
recommended a dividend on the deferred 
ordinary stock of 50 per cent. Reserves and 
undivided profits totalled almost £3,000,000, 
That was the amount which they had 
ploughed back into the company; it was 
the property of the stockholders and the 
logical way to deal with it would be to dis- 
tribute it in the form of ordinary shares to 
the stockholders. Any procedure of that 
kind appeared to the Chancellor to be an 
almost unpardonable crime, but he was pre- 
pared to condone it for the price of 10 per 
cent. Such an impost put any question of 
capitalising reserves out of court. 

Their operating companies were still 
going through a period of readjustment to 
peacetime conditions. Shortages of labour 
and materials remained acute, and wage 
costs continued to increase, but so far it 
had not been necessary to increase fares, 

Substantial interests of the group were 
threatened by the Electricity and Transport 
Bills. As far as he could make out, the 
Sovernment’s policy was to nationalise cer- 
tain industries when they were “ripe,” 
which seemed to mean when private enter- 
prise, after doing the pioneer work and 
risking and often losing money, had at last 
got a business on an economic and profit- 
earning basis; then the Government stepped 
in and reaped the benefits of the harvest 
sown by private enterprise. 

The British Transport Commission would 
have the right to create at any time at their 
discretion Area Boards or similar schemes 
to take over the companies operating 
within any given region. They could, at 
their discretion, do it piecemeal and at any 
time. The directors did not believe that 
such boards, if created, would operate more 
economically than the company did at 
present, nor were they of the opinion that 
they would give the public a better service. 
lt might interest stockholders to know that 
with ine exception of two companies, they 
had not increased their fares since 1934, 
although they had had a considerable rise 
in the cost of labour and operation. The 
public already had had experience of boards 
in the London Passenger Transport Board, 
which had had to increase its fares con- 
siderably. 

It might be argued that, as road passen- 
ger transport as a whole was profitable, and 
there was no guarantee that it would re- 
main so indefinitely, now would be a good 
time, in the interests of the stockholders, for 
them to be nationalised, but a business such 
as that of their company had not been built 
up on expediency. They were in the busi- 
ness to provide the most efficient service to 
the public in the interest of the nation. 

The Chairman thought stockholders 
would like to know the total wage bill of 
the companies with which they were asso- 
ciated. Last year they had paid out in 
wages £12,500,000; the car-miles run by the 
transport companies in 1946 were 


321,700,000, and the number of passengers 
carried was 1,800,000,000. The — ag 
had paid in fuel tax and vehicle duty, m 
addition to 
£1,750,000. 
The report was adopted. 


income-tax, approximately 














Jur 
Al 


The 
Railws 
Water 
the W 
June 
Chairt 
signal 
sent ¢ 
Eusta¢ 
South 
Chair. 
man ¢ 
Clark. 
Africa 
Royal 
durins 

The 
noon 
the fi 
table 
the tr 
ing t 
combi 
intern 
a tote 
102 
capac 
exclu 
these 
will s 
Statio 
down 
sched 
32 @ 
Friary 
are 5 
5 hr. 

No 
for tl 
of P 
recon 
have 
cars, 
passir 
the f 
South 
both 





the 
held 
‘ton, 


n of 
TOSS 
was 
the 
was 
“tors 
Tred 
and 
000. 
had 
was 
the 
dis- 
2S to 
that 
e an 
pre- 
) per 
n of 


still 
nt to 
bour 
wage 
ar it 
res, 
were 
sport 
, the 
: cer- 
ipe,” 
nter- 
and 
t last 
rofit- 
pped 
rvest 


vould 
their 
emes 
ating 
d, at 
t any 
that 
more 
d at 
. that 
rvice, 
) that 
they 
1934, 
> rise 
The 
oards 
oard, 
con- 


issen- 
>, and 
d re- 
good 
s, for 
; such 
built 
busi- 
ice to 
on. 
yIders 
ill of 
asso- 
ut in 
yy the 
were 
ngers 
yanies 





June 27, 1947 


THE RAILWAY GAZETTE 


All-Pullman Train for Southern Railway, West of 
England Service 


The “Devon Belle,” the Southern 
Railway's latest all-Pullman train, left 
Waterloo on its first regular service run to 
the West of England at noon on Friday, 
June 20. Colonel Eric Gore Browne, 
Chairman of the Southern’ Railway, 
signalled the train off. Among those pre- 
sent at the departure ceremony were Sir 
Eustace J. Missenden, General Manager, 
Southern Railway; Mr. Stanley J. Adams, 
Chairman and Managing Director, Pull- 
man Car Co., Ltd.; and Mr. W. Marshall 
Clark, General Manager of the South 
African Railways, who travelled on the 
Royal train with the King and Queen 
during their South African tour. 

The “ Devon Belle” leaves Waterloo at 
noon on Fridays to Mondays inclusive; 
the first stop shown in the public time- 
table is Sidmouth Junction, and at Exeter 
the train is divided, one portion proceed- 
ing to Plymouth and the other to Ilfra- 
combe. The Plymouth portion makes an 
intermediate stop at Okehampton and has 
a total seating capacity of 124, of which 
102 seats are third class. The seating 
capacity of the Ilfracombe portion is 208, 
excluding the observation car, and 138 of 
these are third class seats; this portion also 
will serve Barnstaple Junction and Town 
Stations, Braunton and Mortehoe. In the 
down direction the “Devon Belle” is 
scheduled to reach Ilfracombe in 5 hr. 
32 min. from Waterloo, and Plymouth 
Friary in 5 hr. 36 min.; the up timings 
are 5 hr. 20 min. from Ilfracombe, and 
§ hr. 50 min. from Plymouth Friary. 

No new coaching stock has been built 
for the ‘“ Devon Belle,” though a number 
of Pullman cars have been specially 
reconditioned. Two existing Pullman cars 
have been reconstructed as observation 
cars, so that the passenger may enjoy the 
passing scenery to the full; these cars are 
the first of their type to run on the 
Southern Railway, and are available for 
both first and third class passengers. 


** Devon Belle” 


Locomotives of the “ Merchant Navy 
and “West Country” classes will haul 
the trains, and for these duties the aoe 
motive carries a special headboard and < 
pair of red wings on the air- meetin 
casing, bearing the name “ Devon Belle.” 

A new quad royal poster advertising 
the “ Devon Belle” is appearing currently 
at Southern Railway stations, 


Institution of Railway Signal 
Engineers’ Summer Meeting 


Institution 
the first of 
was held on June 20, 
when members spent the day at the 
Wembley industrial estate of the General 
Electric Co. Ltd. Some 140 _ persons 
assembled under the leadership of the 


The summer meeting of the 
of Railway Signal Engineers, 
its kind since 1939, 


President, Mr. F. L. Castle, General 
Manager, Siemens & General Electric 
Railway Signal Co. Ltd., who was _ sup- 


ported by Mr. A. Moss, Vice-President; 
Mr. H. H. Dyer, Mr. H. M. Proud, and 
Major R. F. Morkill, Past Presidents; a 


number of members of council; and the 
Hon. Treasurer, Mr. T. S. Lascelles. The 
other Vice-President, Mr. R. Dell, was 
unable to be present. 

Members were welcomed on behalf of 
the General Electric Co. Ltd. by Sir 
Clifford Paterson, Director, and Director 
of the Research Laboratories. In the 
course of the day they visited the Osram 
G.E.C. Lamp Works and Glass Works, 
the G.E.C. Union Works, and the research 
laboratories. The planning of the arrange- 
ments and the services of technica] guides 
enabled visitors to make the utmost use of 
the time available. 

After inspecting the processes involved 
in the large-scale manufacture of electric 
lamps, including the production of tung- 


All-Pullman Train, Southern Railway 





Colonel E. Gore Browne, Chairman, Southern Railway, with the driver 


of the ** Devon Belle’’ before the inaugural run 
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sten for the company’s Coiled-Coil fila- 
ments, the visitors studjed the activities of 
the research laboratories in ensuring effi- 
cient utilisation of the light available 
from filament and fluorescent lamps. One 
section of the laboratories is engaged on 
the drilling of diamond dies for wire- 
drawing, the cessation of supplies from the 
Continent during the war having neces- 
sitated this work being performed by the 
company. Special radio valves in limited 
numbers also are produced jn the research 
laboratories, including high-power mag- 
netrons for marine radar work. In the 
signalling section of the Union Works, 
demonstrations were given of Siemens & 
General Electric relay interlocking and 
coded track circuit apparatus, using model 
track layouts to illustrate the working of 
the equipment. Alternative types of relay 
interlocking panel were shown, one for 
setting-up routes by operation of a single 
thumb-switch on the track diagram, and the 
other entailing the operation of switches at 
the entrance and exit of the route con- 
cerned. The coded track circuit apparatus 
produces the required frequencies by 
utilising the natural oscillation period of 
fluid in a tube. A demonstration was given 
also of Hudd A.T.C. equipment. Else- 
where, visitors inspected various fypes of 
G.E.C, X-ray apparatus. 

Sir Clifford Paterson presided at 
lunch. Mr. F. L. Castle, proposing the 
toast of the G.E.C., coupled with the name 
of Sir Clifford Paterson, said it was his 
privilege and pleasure as President of the 
institution to express the thanks of 
all present to the company, not only 
for the facilities so generously provided 
that day, but also for the interest it had 
always shown in the institution. He had 
specially to thank also the managers and 
representatives of the various establish- 
ments visited for the arrangements made 
for their enjoyment and instruction, and he 
expressed the thanks of all to the canteen 
manageress, her staff, and volunteer 
helpers for the catering arrangements in 
difficult times. As was well known, he was 
trying to encourage the growth of the 
membership overseas, and they were happy 
to have quite a few overseas members 
there that day. He wished they were ten 
times as numerous. 

Sir Clifford Paterson, in reply, thanked 
Mr. Castle on behalf of his company and 
colleagues, and expressed the regrets of 
the managing directors, Sir Harry Railing 
and Mr. Leslie Gamage—also Chairman 
and Deputy-Chairman respectively — at 
being unable to attend. A special word of 
welcome was due to their overseas friends. 
They had with them M. Derickjere—a 
member—with his colleagues as guests, 
MM. Hance and Schoonjans, from Bel- 
gium; Mr. Foulsham from Argentina; Mr. 
Baker from India; and Mr. Golding from 
South Africa. Sir Clifford remarked that at 
Wembley they could see only one section 
of the total work of the G.E.C., mainly 
on the lighter side of engineering. In the 
research laboratories they endeavoured to 
make the work a replica of the whole 
activity of the company. 

Mr. H. H. Dyer, Past President, empha- 
sised what a privilege it was to be 
allowed to go round the laboratories and 
see what an enormous amount of research 
went on behind the actual production of 
the factories. He felt bound to praise 
the admirable way in which the parties had 
been organised and conducted. There had 
not been one “ signal failure,” and they 
had experienced no “traffic delay” any- 
where on their route. 

The visits of inspection were continued 
after lunch, and later in the afternoon tea 
was served to the visitors. 
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Notes and News 


North British Locomotive Order from 
Western Australia—The North British 
Locomotive Co. Ltd., of Glasgow, recently 
had received an order for 25 main-line 
Pacific type locomotives and tenders from 
the Government of Western Australia. 


L.N.E.R. Stock Balances.—On Tuesday, 
July 1, balances will be struck in respect 
of L.N.E.R. guaranteed, preference, and 
ordinary stocks in connection with the 
dividend payments for the half-year to 
June 30. See Official Notices, page 691. 


Agreed Charges.—Applications for the 
approval of 80 further agreed charges 
under the provisions of section 37 of the 
Road & Rail Traffic Act, 1933, have been 
lodged with the Railway Rates Tribunal. 
Notices of objection must be filed on or 
before July 8 next. 


Locomotive Draughtsman Required.—A 
locomotive draughtsman, 30 to 40 years of 
age, is required by the Sudan Railways. 
Applicants should have good workshop 
and drawing office training and experience 
in steam locomotive design. See Official 
Notices on page 691. 


Powell Duffryn Preference Dividend.— 
Powell Duffryn Limited announces a divi- 
dend of 2} per cent. actual, less income 
tax at 9s. in the £, on the £3,600,000 4; 
per cent. cumulative preference stock for 
the half-year to June 30, 1947. Payment 
will be made on July 31, 1947, to holders 
registered on the books of the company at 
close of business on July 1, 1947. Trans- 
fer books will be closed for one day on 
July 2. It is proposed to hold the annual 
general meeting of the company towards 
the end of October next. 


Closing of the Elham Valley Branch, 
Southern Railway.—The Elham Valley 
branch of the Southern Railway was 
closed to passengers on June 14, although 
the line remains open for goods and coal 
traffic. During the recent war, the rail- 
way was taken over by the War Depart- 
ment, and used for the movement of 
troops, heavy guns. and stores. Goods 
traffic was not affected, but the passenger 
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services were withdrawn between Canter- 
bury and Lyminge on December 2, 1940, 
and between Lyminge and Folkestone on 
May 3, 1943. The latter service was re- 
stored on October 7, 1946, but the traffic 
was found to be insufficient to justify its 
continuance. 


Centenary of Liége Engineers’ Associa- 
tion—The Association of Engineer 
Graduates of Liége University will be 
celebrated by a congress and exhibition 
at Liége. The exhibition will open on 
August 2, and will continue until Septem- 
ber 28. Its subject will be the applica- 
tion of scientific methods to the control of 
industrial processes. The congress will be 
held from August 30 to September 14. 
Among the railway subjects on which 
reports will be presented are electrifica- 
tion, safety, and progress in operating 
methods. 


“West Country” Class Naming Cere- 
monies.—With the naming of the two 
Southern Railway “ West Country” Class 
engines Okehampton and Tavistock, on 
June 12 and 13, twenty of these engines 
now have been named. The ceremony at 
Okehampton was performed by _ the 
Mayor, Alderman W. H. Passmore, and at 
Tavistock by Mr. J. Heyden, Chairman of 
the Tavistock Urban District Council. 
Among the Southern Railway Officers 
present were Mr. E. S. Moore, Western 
Divisional Superintendent of Motive 
Power, and Mr. E. A. Hammett, Com- 
mercial Superintendent, who presided at 
Okehampton and Tavistock, respectively. 
Others present included Mr. E. F. E. 
Livesey, Development Officer, Mr. G. 
Bishop, Western Divisional Superinten- 
dent, and Mr. K. R. Ellson. Public 
Relations Assistant. 


L.N.E.R, Clyde Steamer “ Waverley.”— 
The new L.N.E.R. steamer Waverley 
began its duties on the Clyde on June 16, 
when the Three Lochs service, which was 
suspended in 1939, was resumed. The 
Waverley, built by A. & J. Inglis Limited, 
Pointhouse, Glasgow, was launched on 
October 2 last year, as recorded in our 
October 11, 1946, issue. Accommodation 
is provided for 1.350 passengers. and in- 


Mechanical Engineers Visit Kodak Works 





Mr. F. W. Hawksworth, Chief Mechanical Engineer, C.W.R., moving 
a vote of thanks after the visit of the Institution of Mechanical Engineers 


to the Harrow works of Kodak Limited during 


the recent centenary 


celebrations 
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cludes up-to-date dining saloon: and 
lounges fitted with settees and chairs. 4 
confectionery shop is available fo the 
purchase of sweets, and novelties. 

Opening of First Aid Post at Waterloo 


Station.—On Tuesday last. a new medica] 


room and first aid post 


was Opened at 


Waterloo Station. Southern Railway. and 


will be available 


to 


Passengers 


p issing 


through the station as well as to the staff. 
The official opening of the post. which is 
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Sudan Government 


S UDAN RAILWAYS _ require a Locomotive 
Draughtsman for service in the Sudan. Appli- 
cants should have good workshop and drawing office 
training and experience in steam locomotive design. 
Any knowledge of diesel traction and carriage and 
wagon practice would be an advantage. Age 30-40 
years. Appointment on Provident Fund Contract 
starting at £E.460 or more according to age, quali- 
fications and experience, with periodic increases to 
£E.920 and prospect of eventual promotion to higher 
scale. Cost-of-living allowance at the rate of 45 per 
cent. of salary is now payable on all salaries up to 
£E.500 per annum, and thereafter a flat rate of 
£E.225 per annum. Outfit allowance at the rate of 
£E.40 is payable provided appointment is at a salary 
i PE.1 


not exceeding £E.700 per annum. 
£1 Os. 6d.) There is at present no income tax in 
the Sudan Accommodation available at controlled 


rent Liberal leave with passage allowance. Strict 
medical examination. Free passage on appointment. 
Further information and application form from 
SUDAN AGENT IN LONDON, Wellington House, Buck- 
ingham Gate, S.W.1. Envelopes should be marked 
* Loco Draughtsman.”’ 
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OFFICIAL NOTICES 


STEEL STRUCTURES purchased, dismantied and 

removed. Industrial steel structures re-built, re- 
roofed and renovated. Steel factory buildings dis- 
mantied, re-erected or adapted on other sites.— 
BELLMAN HaNGaRS LIMITED, Terminal House, Gros- 
venor Gardens, London, S.W.1. Sloane 5259. 


[ NTERNATIONAL RAILWAY ASSOCIATIONS. 
Notes on the work of the various associations 
concerned with International traffic, principally on the 
European Continent. 2s. By post 2s. 2d. 
TT HE EVOLUTION OF RAILWAYS. Second 
edition, revised and enlarged. By Charles E. 
Lee. Traces the germ of railways back to Baby- 
lonian times. Cloth. 84 in. by 54 in. 72 pp. Illus- 
trated. 6s. By post 6s. 4d. 





MILITARY RAILWAY BRIDGES. 
y Bond. A description of the different 
types of bridges designed for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in 
by 12 in.; fully illustrated Paper cover Ss. By 
post 5s. 2d 
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London & North Eastern Railway Company 


NOTICE IS HEREBY GIVEN that on Tuesday, 
July 1 1947, Balances will be Struck in 
respect of the Guaranteed, Preference and Ordinary 
Stocks of the Company in connection with dividend 
payments for the half-year ending June 30, 1947 
Dividends will be payable to the persons whose 
names are registered in the books of the Company 
on July 1, 1947 
W. H. JouHNson, 
Secretary of the Company 
Marylebone Station, 
London, N.W.1 
June 21, 1947 


STATION DESIGN. A striking example of modern 

British practice at the important wayside station 

of Luton. Reprinted from The Railway Gazette, 
1944. Price 1s. Post free 1s. 2d. 


July 7, 

S ECTIONED PERSPECTIVE VIEW OF LOCO- 
MOTIVE FRONT END. A notable drawing of 

L.M.S.R. class ** 7P” 4-6-2 locomotive of the latest 

type. Reprinted from The Railway Gazette, June 15 

1945. Price 2s. 6d. Post free 2s. 8d. = 








the first of its kind at a London terminal 
and which will be referred to further in 
a later issue, was performed by Sir Eustace 
Missenden, General Manager, Southern 
Railway, who was accompanied by Dr. 
L. J. Haydon, Chief Medical Officer, Mr. 
J. H. Chitty, Welfare Officer, Mr. F. 
Gilbert, Deputy Chief Officer for Labour 
& Establishment, and Mr. G. Wynne 
Davies, Assistant Public Relations & 
Advertising Officer. 


Southern Railway Balances.—Balances 
will be struck for the payment in respect 
of the company’s South Eastern Railway 
(Reading) annuities for the current half- 
year on July 1, and payment will be 
made on July 14. 


New L.M.S.R. Offices in the Isle of 
Man.—The photograph reproduced below 
shows the interior of the new offices 
opened by the L.M.S.R. in Walpole 
Avenue, Douglas, Isle of Man, in place 
of its former premises in Parade Street. 
The new premises have been fitted up as 
an attractive modern travel bureau deal- 
ing with rail passenger and freight busi- 
ness and also with air and sea bookings. 
The interior fittings are in Australian 
walnut, and depend for their effect on 
simple lines, and the counter, which is 
the main feature, has been designed to 
balance the irregular shape of the office 


and at the same time allow ample circu- 
lating svace. The windows allow a full 
view of the office from the street. Light- 
ing is by soft white fluorescent tubes and 
heating by electric convectors. A touch 
of colour is introduced by three L.M.S.R. 
posters specially prepared so that they 
could be fixed without glazing. The 
scheme for the alteration and interior fit- 
ting of the new premises was prepared in 
the office of Mr. A. P. J. Ball, Estate 
Manager & Rating Agent, L.M.S.R.. to 
the designs of Mr. S. C. Hancox. Archi- 


tectural Assistant, under whose _ super- 
vision the work was carried out. 
G.W.R. Balances.—Balances will be 


struck on July 4 in respect of the con- 
solidated guaranteed stock, consolidated 
preference stock, redeemable preference 
stock, and consolidated ordinary stock of 
the Great Western Railway Company. 
Dividends will be payable to the persons 
whose names are registered on that day. 


Vickers to Acquire South African In- 
terests—It is announced by Vickers 
Limited and Associated Electrical Indus- 
tries Limited that they have concluded an 
agreement under which they will each par- 
ticipate financially in the Vanderbijl 
Engineering Corporation Limited (Vecor). 
This company has large works near Johan- 
nesburg and is engaged in the manufacture 


L.M.S.R. Offices, Douglas, Isle of Man 








Interior of the new Isle of Man offices of the L.M.S.R. described 


in the paragraph above 


of mechanical engineering plant and 
equipment. Associated Electrical Indus- 
tries Limited, through its subsidiary, the 
Metropolitan-Vickers Electrical Co. Ltd.. 
also has acquired the equity of the old- 
established company of L. H. Marthinusen 
Limited, electrical engineers, Johannes- 
burg, and it has been agreed, further, that 
Vecor will acquire an interest in the last- 
mentioned firm. 


L.M.S.R. Stock Balances.—The balance 
of the London Midland & Scottish Rail- 
way 4 per cent. guaranteed, 4 per cent. 
preference, 4 per cent. preference (1923), 
and ordinary stocks, will be struck at the 
close of vusiness on July 1. 


Yorkshire Traction Co. Ltd.—Mr. Ray- 
mond Birch, Chairman of the Yorkshire 
Traction Co. Ltd., presided at the annual 
general meeting of the company on May 
21. He emphasised the fact that their 
company was run by men who knew and 
understood local needs, and inquired how 
the public could expect to receive so 
efficient and economical a service from an 
impersonal public body. It was the human 
factor in business organisation which con- 
stituted the life force of private enterprise, 
and this factor was ignored by the ad- 
vocates of nationalisation. The Chairman 
said that they had made big strides to- 
wards restoring pre-war facilities, their 
vehicles having run nearly 2} million more 
miles than in 1945. Six million more pas- 
sengers were carried than in 1945, and 13 
million more than in 1938, when their 
vehicles ran a quarter of a million miles 
more than in 1946. 


_ L.P.T.B. Station Proficiency Competi- 
tion.—Awards in the London Transport 
“Best Run Station” contest were pre- 
sented to stationmasters of the winning 
stations on June 18, by Mr. A. B. B. 
Valentine, Operating Manager (Railways), 
L.P.T.B. Each stationmaster received a 
silver shield to be hung in his station; also 
cash awards will be distributed among 
staff of the winning stations, Some of 
the nine winning stationmasters control 
groups of stations, and the full list of the 
winning stations is as follows: Aldgate 
East Station. Kennington Station, Picca- 
dilly Circus Station, East Finchley Station, 
Finchley Road group (Finchley and West 
Hampstead), Praed Street group (Padding- 
ton (Praed Street) and Edgware Road 
(Metn.)), Stamford Brook group (Stam- 
ford Brook, Ravenscourt Park, Turnham 
Green, and Chiswick Park), Arnos Grove 
group (Arnos Grove, Southgate, and’ 
Bounds Green), Marble Arch _ group 
(Marble Arch, Queensway, Bond Street, 
and Lancaster Gate). 





Stockh markets have displayed added un- 
certainty despite the more hopeful turn in 


international affairs 


aroused by Russia’s 


decision to discuss the U.S. aid to Europe 
plan. Sentiment appeared to be dominated 
by the disappointing coal output figures, 


and with buyers 


holding off, industrial 


shares recorded numerous small declines, 


although generally 
moderate lines. 


selling has been on 
Markets could derive 
little encouragement 


from the behaviour 


of British Funds in view of the fact that 


24 per cent. Consols and 24 per cent. 


Treasury Bonds continued to droop, the 
view having gained ground that Mr. Dal- 
ton can do littke more than maintain the 
progress already made in developing his 
cheaper money policy. There was said to 
be some selling of gilt-edged stocks on 
foreign account, reflecting uncertainty as 
to the outlook after July 15, when sterling 
becomes freely convertible. 

Further good dividend increases failed 
to exercise any general stimulus on indus- 


trial shares, which 


were generally less 


active, new issues attracting widespread at- 
tention and commanding — substantial 
premiums despite considerable profit-taking 
Iron and steel shares have been unaffected 
by continued revor‘s that drafting of a 
Bill for nationalisation of the industry is 


nearing comoletion. 


United Steel were 


favoured and improved in price, but on the 


other hand, fears 


that the exnected big 


issue by the Steel Company of Wales may 
have to be postponed for the time being, 
resulted in a moderate reaction in Guest 


Keen and Thomas 


& Baldwins. More- 


over. Whi‘ehead Iron lost part of the big 
advance which fcllowed the good dividend 


increase. Babcock 


strengthened, and 
Allied Ironfounders 


Railways 


/ Antofagasta 
Arg. N.E. 
Bolivar 
Brazil . 

B.A Pacific 
B.A.G.S. 

B.A. Western.. 
Cent. Argentine 
Do. 

Cent. Uruguay 

Costa Rica 

Dorada 

Entre Rios... 

G.W. of Brazil! 

Inter. Ctl. Amer. 

La Guaira 

Leopoldina 

Mexican ‘ 

Midland Uruguay 

Nitrate 

N.W. of Uruguay 

Paraguay Cent. 

Peru Corp. 

Salvador 

San Paulo 

Taltal ... 

United of Havana 


South & Central America 


Uruguay Northern ... 


J Canadian National 
\ Canadian Pacific 


Barsi Lightt 
Beira ... 
Egyptian Delta 
Manila 


Mid. of W. Australia 


Nigeria 
Rhodesia 
South African 
Victoria 


& Wilcox again 
in other directions. 
reflected current esti- 


Traffic Table 


15 6.47 
1 4.6.47 
May, 1947 


14.6.47 
14.6.47 
14.6.47 
14.6.<7 


14.6.47 
Apr., 1947 
Apr., 1947 

14.6.47 

14.6.47 
Apr., 1947 
May, 1947 

14.6.47 

31.5.46 
May, 1947 

15.6.47 
May, 1947 

13.6.47 
May, 1947 
Apr., 1947 


May, 4 
14.6.4 
May, ‘a 


Apr., 1947 
1 4.6.47 


Mar., 1947 
Mar., 1947 
20.5.47 


Apr., 1947 
Mar., 1947 
Mar., 1947 

24.5.47 
Mar., 1947 
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Railway Stock Market 


mates of a higher dividend. 
dividend, 


after easing on the 


but elsewhere 
easier, the 


* break-up ” 


the market. 


Road t 


cent gains, 
active following 
Oil shares 


although 


strengthened 


colliery 
tendency 
estimates 


they 


shares 


being to 


in front 


William Cory, Home rails have again been inclined to 
firmed up, ease on any decline in British Funds, pai 
became ticularly in the long-dated 24 per cent. 
modify stocks Possibly because of a tendency to 
recently current in centre attention on doubts as to the out 


look for market prices of British Funds 


ransport shares generally held re- when Mr. Dalton’s cheaper money policy 
have been less has to be modified or abandoned. Home 
news of labour troubles. rails are to be exchanged into a dated 
of the stock, which it is assumed will carry 24 


Anglo-Iranian dividend announcement. per cent. interest, but the full terms of 


Home 


rails have 


continued 


generally British Transport stock have yet to be an- 


steady, with fractional movements ina few nounced. It is to be hoped they will be 


instances, 


Buying 


S. interest in the 
stocks failed to develop despite 


junior made known to railway stockholders in 
growing ‘the near future, irrespecuive of the in- 


hopes that the interim dividend decisions fluence, if any, the terms might have on 


will be made as usual in July. 


The mar- the gilt-edged market generally and Mr 


ket is hopeful that the Great Western may Dalton’s cheaper —- policy. 
cent. interim 


maintain 
ordinary 


the 2 per 
stock, 


and there is talk 


on the Overseas rails also have attracted only 
of 


1 per limited attention, and in the Argentine 


cent. again being paid as an interim on_ section small selling predominated, result- 
second preference. It 
likely that L.M.S.R. 


L.N.E.R. 


contain some surprises 
partly on the interpretation of the terms view to reinvesting in industrials. Buenos 
and stipulations of the 


L.N.E.R. 
easier appearance 
little selling 
Great Western 


L.M.S.R. 


guaranteed 


guaranteed, prices 


railway stocks, they 


low the 


take-over 
Transport Bill. 
interim decisions 


at 
of prior 


5 


27, 
charges, 
consolidated 


practice 
at this stage. 
decisions may, however, however, there may very well now be a 
as they will 


is un- ing in fractional declines, more particu- 
and Southern deferred larly in the ordinary and preference stocks, 
will deviate from previous 
make interim payments 
terim dividend 


and With opinions divided as to the outlook 
In- for industrial equity or ordinary shares, 


turn check to selling of Argentine rails with a 


Transport Bill. Ayres & Pacific 1912 and consolidated de- 
second preference has held an’ bentures both strengthened, and in other 


and there was a_ directions Central Uruguay ordinary was 


including 243, with the second debentures firm at 64 
guaranteed, on the revived talk of take-over possibili- 


and also Southern ties. On the other hand, Brazilian rails 


moving 
lower, although it need 
tioned that, 


fractionally have continued to lose ground, particu- 
hardly be 
as in the case of most home gained part of an earlier decline. Nitrate 


men- larly Leopoldina, but San Paulo at 174 re- 


are substantially be- Rails improved to 88s. 9d., but Antofa- 


may 


have 


prices fixed under the gasta receded to 12}. United of Havana 
Possibly 


the forthcoming debentures responded to the proposed 


the effect of scheme, the 1906 stock at 214 and the 


drawing wider attention to the extent that Cuban Central stock at 58 showing gains, 
from the take-over although best levels were not held. 


current prices 


levels. 


differ 


Canadian Pacifics were 184. 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week 


Total 
this year 


£ 
39,270 
ps.331,900 
$115,230 


ps.2,400,000 
ps.3,276,000 
ps.! 294,200 
ps.3,322,330 


49,424 
33,865 
29,700 
ps.423, bod 
24,900 


$1,158,970 
$115,718 
59,731 

ps. !,464,000 
17,386 
10,912 
5,882 
$61,373 
158,756 

cl 45,000 


3,700 
62.774 
2.745 


9,004,750 
1,497,000 


26,032 
97,709 
16,535 


18,404 
447,385 
530,935 

1,194,101 
1,241,516 


Inc. or dec. 
compared 
with 1945/6 


£ 
+ 11,920 
+ps.21,300 
$20,745 


+ps.328,000 
+ ps.484,000 
+ps.196,000 
+ ps.437,960 


11,167 
83 


+ 400 
+ ps.27,500 
300 


+ $195,190 
— $7,249 
+ 6,809 
+ps.459,100 
- 5,440 
4,075 
975 
G17,218 
+ 22,668 
+ 6,300 


- 95 
+ 1,839 
+ 673 


+1,152,000 
+ 179,750 


3,375 
16,983 
433 


_ 1,260 
— 28,271 
+ 12,797 
+ 202,956 
— 68,175 


No. of Week 


24 
50 
22 
50 
50 
50 
50 


Aggregate traffics to date 


Totals 


1946/7 


£ 
946,180 
ps.16,055,000 
$564,878 


Increase or 
1945/6 decrease 


£ £ 
759,910 + 186,270 Ord. Stk. 
ps.1 4,734,200 t ps.! ,320,800 “ 
$559,135 $5,743 6p.c. Deb. 
Bonds 


ps.121.477,000 ps.113,291,000 + ps.8, 186,000 Ord. Stk. 

ps.181,126,000 ps.176,030,000 + ps.5,096.000 Ord. Stk. 
ps.66,504,000 ps.60,046,000 + ps.6,458,000 ‘i 

ps. 160,903,060 ps.157,254,726 + ps.3,654,334 me 


1,829,452 
286,765 
119,200 
ps.2!,420,100 
799,200 
$4,750,346 
$572,761 
1,509,894 
ps.7,706,200 
185,778 

102 094 
60,692 
@3,158,721 
1,676,971 

cl ,483,000 


44,715 
3,466,649 
15,510 


34,073,750 
34,061,000 


271,575 
543,949 
83,647 


167,312 
4,645,226 
3,292,108 
9,467,545 


= _ Dfd. 
1,999,682 — 170,230 Ord. Stk. 

286,820 55 Stk. 
3,925 | Mt. Deb. 
ps.266,800 Ord. Stk. 
113,000 Ord. Stk. 

$871,871 _ 

5 p.c. Deb. 
Ord. Stk. 
Ord. Stk. 


Ord. Sh. 


Pr. Li Stk. 
Pref. 


Ord. | Stk. 
Ord. Sh. 
Ord. Stk. 


115,275 
ps.21,153,300 
686,200 
$3,878,475 
$583,855 
1,311,577 

ps. 13,441,600 
204,277 
100,119 
61,364 
G3,017,694 
1,538,021 

cl 393,700 


36,995 
3,031,909 
19 


89,300 


Pt F4++1+ 14414444 


30,942,500 
31,660,750 


++ 


Ord. Stk. 


272,272 Ord. Stk. 
352,628 


81,873 


++! 


Ine. Deb. 


I 018, 679 _ 


+ Receipts are calculated @ Is. 6d. to the rupee 








